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DEMOCRATS AND WATERWAYS 


Through whose fault we have not been able to de- 
termine, but through no fault or intent of our own, the 
plank in the national Democratic platform relating to 
inland waterways was incorrectly stated in this column, 
June 30. The plank, as there printed, was taken from 
the Associated Press report in a Chicago newspaper. 
There was no reason to doubt its correctness except that 
the writer of this editorial had heard, over the radio, the 
Democratic platform as read by the chairman of the 
committee on resolutions at the Houston convention 
and he recalled that there had been some specific men- 
tion of deep waterways from the Great Lakes to the 
seaboard. Such specific mention was absent in the plank 
as printed. A check showed that the plank as repro- 
duced by us was the same in all the newspapers we ex- 
amined except one that printed it about as we recalled 
it from hearing it over the radio. The Associated Press 
said the platform was transmitted to its newspapers as 
handed to it by the resolutions committee. Senator 
Walsh, chairman of the committee, did not have a copy 
of the platform at hand but he said there was specific 
mention in it of deep waterways from the Great Lakes. 
The Congressional Record prints the plank with that 
specific mention. So that, though we are not even now cer- 
tain of the exact language and no one else seems to be, nor 
do we know the cause of the confusion, the plank, cor- 
rectly stated, would seem to be as we printed it except 
that, immediately following the language, “we favor and 
will promote deep waterways,” should come the words, 
“from the Great Lakes to the Gulf and to the Atlantic 
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Ocean. We favor the fostering and building up of wa- 
ter transportation through improvement of inland water- 
ways,” the text, as we printed it, then resuming, “and 
removal of discrimination against water transportation,” 
making the entire paragraph read as follows: 

We favor and will promote deep waterways from the Great 
Lakes to the Gulf and to the Atlantic Ocean. We favor the fostering 
and building up of water transportation through improvement of 
inland waterways and removal of discrimination against water trans- 
poration. 

The error might have occurred in either of two 
ways. The Associated Press operator may have made a 
mistake in transmission by omitting the words we have 
now inserted, or he may have sent his report from an 
incorrect copy of the platform handed him by the reso- 
lutions committee. The language omitted might have 
been out of the copy handed him and inserted in the 
copy as finally adopted by the committee. 

At any rate, it seems that the Democratic party, as 
represented by the action of its national convention at 
Houston, is not only in favor of deep waterways (which 
means little or nothing of itself) and removal of dis- 
crimination against water transportation (which would 
be difficult to find these days) but is specifically for deep 
waterways from the Great Lakes to the Gulf and the 
Atlantic Ocean. 

If waterways were the only subject under consid- 
eration, Herbert Hoover could better stand on the 
Democratic platform than on his own. He is the chief 
exponent of inland waterway development. At least he 
and his Democratic opponent cannot fight about this 
“issue,” for it is not an issue. Both parties have made 
efforts in their platforms to capture the votes of those 
who are engulfed in the pretty widespread belief that 
the way to solve the transportation problem is to de- 
velop the inland waterways of the country at the ex- 
pense of the taxpayers, so that those who can use them 
may have low rates at the expense of the same taxpay- 
ers or the railroads. As to what is to be done for the 
railroads to recoup their resultant loss, if their rates are 
not correspondingly raised, or for shippers who cannot 
use the waterways but who must pay the higher rail- 
road rates, if they are raised, or for the taxpayers in 
consideration of the subsidy they are to pay in behalf of 
inland waterway shipping, all platforms, all politicians, 
all statesmen, and all beneficiaries are silent. 

We have, in times past, asked Herbert ‘Hoover to 
expound his ideas along these lines. He has answered 
our requests only through his secretary, referring us to 
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ton, Wood River, Roxana industrial area. 
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and an independent rail bridge. 


lli 






¢+—- 


nol 








| NA 





Vol. XLII, No. 2 











= 





= ID: soe [J 
Sel? & 
aN re 


= 


inva s 
fame 





oO f4 as 
Y 
Ao), Lomi 


el 


4 ° 
| 
é | 
. | 
b— 7 ® ° 
= Washington 
St a Vincennes 
~ ° - 
ty 
VK i “bby 


zee 


{may 


. 
Oakla 
le 
fe 
a 
\ 


gal 


lf as OSE * 
& : 
<7 SeRelleville rf 4 SYSTEM 


x 


sae Sere i 
fens SO Ny + > 
S a, ¢ L Murray 4 Cadiz B 
¢ 4 P a 











er 
— IR» 





Reaching by main line steam and elec- 
trified rails the important railroad centers 
of Alton, Peoria, Bloomington, Danville, 
Springfield. 


Joint rates and interchange with all rail- 
roads. 





minal System 


IR 


Seo, 
potas NSS Es 7 


7 | 


ee 
G 
0 
yd 
y, 
G/> 
ZY 





ot 


— oe eet EO oat OC GUCO EDC 
















4 
S 


= ae 


July 14, 1928 





utterances of his with which we were familiar and on 
which our inquiries were based. We wish the matter 
might be something of an issue so that it would be dis- 
cussed in the campaign for the enlightenmefit of the 
public, but we have no such hope. Inland waterway de- 
velopment, just now is a myth so popular that no one 
seeking votes will attempt to dispel it, and few seem to 
see through it anyhow. 


COST OF WATERWAY TRANSPORT 


Speaking of the cost of inland waterway transporta- 
tion, and who pays it, it cost the taxpayers of the state 
of New York more than $3.50 a ton for all the freight 
floated on the New York State Barge Canal in 1927, 
regardless of the length of the haul, according to E. E. 
Leomis, president of the Lehigh Valley and chairman 
of the Eastern Railways’ Committee on Public Rela- 
tions. His statement followed a letter from him to 
John Dowd, president of the Maritime Association of 
the Port of New York, challenging its recent assertion 
that barge line canal charges were cheaper than rail- 
road charges. . 

“In order to build the barge canal,” said Mr. 
Loomis “the state sold bonds, and the interest on these 
bonds must be met. These interest charges amounted 
to more than $6,100,000 in 1927. Furthermore, the canal 
must be kept in working order, and this, in the form 
of operating expenses and maintenance, took over $3,- 
500,000 from the state treasury. When improvements 
and betterments and miscellaneous expenses of last year 
are added, the total was about $10,500,000. Receipts of 
some $780,000 from various sources of income in connec- 
tion with the canal left a sum in the neighborhood of 
$9,700,000, which must be paid by the taxpayers of the 
State. 

“In other words, the 2,580,000 tons which approx- 
imated all the freight floated on the canal during the 
1927 season, cost these taxpayers more than $3.50 a ton, 


' regardless of the length of haul. This is the figure which 


must’ constantly be borne in mind in considering the 
canal question. It would be the one which private op- 
erators would have to meet if the canal were other than 
a state property and its books were kept on a business 
basis. This figure helps to keep up the tax rate which 
members of the Maritime Association and all other New 
York citizens must pay, whether or not they use the 
canal, and demonstrates conclusively that it would have 
been cheaper for the txapayers if all the canal’s boasted 
traffic had been put on railroad cars and the state had 
paid the freight bill. Incidentally, the railroads pay into 
the New York state treasury more than $20,000,000 a 
year, of which the canal takes out between eight and 
ten millions that it may be kept open for those who de- 
sire to use it. 

“There are many reasons why the canal is not a 
success. Its friends point them out regularly. For five 
months in the year it is worse than useless because of 
ice. Permanent bridges restrict the size of vessels using 
it as does the depth of the water. To correct these short- 
comings would entail the expenditure of millions of 
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dollars additional of the taxpayers’ money for the bene- 
fit of the canal operators.” 

Referring to the allegation that the canal saves the 
people of New York and adjoining states fifty million 
dollars a year in depressed freight rates, Mr. Loomis 
held that the contention had never been proved. He 
quoted the “succinct way in which Colonel Frederick 
Stuart Greene, superintendent of public works of the 
state of New York, disposed of this allegation in a spe- 
cial report made to Governor Smith in February, 1926: 

The old Erie Canal undoubtedly served to depress rail rates; 
this, however, was before the existence of the two rate-regulating 
bodies—the Interstate Commerce Commission and the Public Service 
Commission. Having these regulatory bodies, the questions naturally 
me Would these authorities have allowed rail rates to be increased 
$50,000,000 a year, if the canal were not built? 

2. Are states, lacking canals, overcharged by the railroads $50,- 
000,000 a year, or in proportion, according to the amount of freight 
carried ? 

3. Is not a club, costing $10,500,000 a year, an expensive weapon 
to hold over the heads of the railroads?” 

Examining the attempt of the Maritime Association 
to prove that the average movement of freight on the 
barge canal is faster than that by rail, Mr. Loomis said 
that, in order to do this, the association quoted figures 
compiled monthly by the Bureau of Railway Economics 
showing that the average daily freight car movement on 
the railroads of this country in April was 29.9 miles, the 
highest April on record. 

“But surely the Maritime Association,” Mr. Loomis 
explained, “must have known or could have ascertained 
by inquiring, that this figure takes into consideration all 
freight cars in service, including cars in transit, cars in 
process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on sidetracks for 
which no load is immediately available. This explana- 
tion is included in every report issued by the Bureau of 
Railway Economics on average daily car movement. 

“Perishable shippers of New York state know per- 


fectly well that they are now getting second-morning 


delivery from Buffalo to New York. On general freight 
the railroads are supplying third-morning delivery. 
Canal service from Buffalo to New York cannot even 
approximate this, while the advantages the railroads 
offer their patrons through flexibility of service make 
any comparison of the two methods of transportation 


* unnecessary.” 


CONNELLSVILLE EXTENSION CASE 


The Baltimore & Ohio, intervener in Finance No. 6229, 
application of the Pittsburgh & West Virginia for authority to 
construct a line of railroad from Cochran’s Mill to Connells- 
ville, Pa., has petitioned the Commission for reconsideration 
and reargument. The Nickel Plate has filed a petition asking 
for reargument. The Commission granted the application for 
authority to construct the line. (See Traffic World, June 23, 
p. 1544.) 

The Pittsburgh & West Virginia has notified the Com- 
mission that it has begun construction of the extension. This 
raises an interesting legal question as to whether the Com- 
mission may change its order in the case. 

The Baltimore & Ohio says there is error in the finding 
-that the Pittsburgh & West Virginia has definite assurance from 
the Pittsburgh Steel Co., that any portion of the traffic of that 
company will be diverted to the new line. The intervener 
emphasizes its contention that the new line would take traffic 
from existing lines. It also defends its cost estimate of $22,- 
846,000 as against that of $12,800,000 of the applicant and takes 
exception to the statements in the decision as to cost estimates. 
It further says the Commission erred in making the statement 









































































































that the Wheeling & Lake Erie intervened in opposition to the 
application “which may be explained by its control by the 
Baltimore & Ohio, the Nickel Plate and the New York Central.” 
It insists that the record contains no testimony that the Wheel- 
ing intervened for the reason stated and that the Wheeling 
intervention and testimony in support thereof should be con- 
sidered as the act and views of an independent railroad, “which 
in fact they were, and unaffected by the suggeston aforesaid.” 

Another error credited to the Commission by the B. & O. 
is that it found that there was congestion in the Pittsburgh 
district. The intervener says the record shows that because of 
recent substantial expenditures by the B. & O. there is no con- 
gestion upon its lines in the Pittsburgh district, and also that 
“there was no congestion in that district upon the lines of the 
Pennsylvania,” and that a representative of the Pittsburgh & 
Lake Erie, “stated that his line had experienced no congestion 
in Pittsburgh for years.” It also says that it is unable to recon- 
cile with the record the statement in the decision that various 
municipalities intervened in favor of the project. 

“The report of the Commission does not disclose what con- 
sideration, if any, was given to the testimony to the effect 
that necessary arrangements could be effected with existing 
lines by which traffic moving over the Pittsburgh & West 
Virginia could be handled by existing facilities at less trans- 
portation cost than over the proposed new line and with equal 
expedition,” say the B. & O. 

The intervener further argues that there is no substantial, 
if any local need for the extension, “but that the proposed ex- 
tension is conceived for the purpose of handling and will depend 
for its main support solely upon the diversion of through busi- 
ness already handled by existing adequate transportation facil- 
ities.” It is further urged that in view of congressional policy 
as given effect in section 5 of the interstate commerce act, 
with respect to consolidation, “it is not in the public interest 
to permit at this time the very substantial capital expenditure 
required for the construction of the new line which under the 
testimony will not be able to obtain sufficient revenue to be 
self-supporting and the effect of which construction will be to 
decrease the already narrowing revenues of existing railroads, 
and add to the capital to be dealt with in consolidation, thus, 
to that extent, counteracting the advantages from consolidation. 
Even if the applicant could divert such traffic as might give 
it the appearance of being self-supporting, the result would 
still be that an additional burden would be placed upon the 
entire transportation machine of the Eastern district.” 


Suggestions as to the forming of a new and independent 
through route in connéction with the proposed construction, 
according to the B. & O., necessarily raise issues introducing 
the problem of consolidation of railroads of the Eastern dis- 
trict into a limited number of systems, and that such issues 
cannot be determined in the public interest in the present pro- 
ceeding, or upon the present record which furnishes no tes- 
timony going to show that such new and independent through 
route is necessary or desirable, or that, if established, it could 
compete on terms of substantial equality, if at all, with exist- 
ing or enlarged systems serving the same section of the 
country. The B. & O. also suggests that creation of such a 
system might prove to be an impediment to the proper carry- 
ing out of the policy of Congress. 


»The B. & O. says that of the eleven members of the Com- 
mission, five voted in favor of the report, four voted against 
it, one. who was absent said he would have voted against it 
if he had been present, and that one did not participate. If 
the vote of the absent member had been counted, there would 
have been a divided Commission and as a result the report 
would not have been adopted, according to the B. & O. It says 
it is desirable in the public interest, “that the issues in this 
proceeding, the report upon which does not have the prepon- 
derance of view of the whole Commission, be reconsidered 
and acted upon by all of the members of the Commission.” 


The Nickel Plate petition was along lines similar to those 
of the B. & O. petition. 

The Pennsylvania has asked for reargument and reconsid- 
eration of the Commission’s decision permitting the Pittsburgh 
& West Virginia to construct the Connellsville extension on 
four assignments of error other than the general one that it 
was error for the Commission to fail to find that the application 
should be denied. Its assignments were: 


The reliance of the Commission upon a “statement from the 
authorized representative of the board of directors of the Pittsburgh 
& West Virginia Railway Co. that this extension is vital to the pro- 
tection of the present investment and therefore to the maintenance 
of an adequate system of transportation’’ as “strong evidence’”’ show- 
ing public convenience and necessity. 

The reliance upon interventions from ‘‘various municipalities 
and commercial organization . . . in favor of the project, all of 
them testifying that this extension would be for ‘the future public 
convenience and necessity’’’ as “strong evidence’’ in support of the 
application. 

The statement that ‘the extension would make available an 
important link for a through line in connection with the Western 
Maryland and Pittsburgh & West Virginia, in which event, move- 
ment of traffic through the crowded terminals of Pittsburgh would 
be unnecessary. 

The finding that the present and future public convenience and 
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necessity require the construction by the Pittsburgh & West Vir. 
ginia Railway Co. of the so-called extension. 

The Pennsylvania contends that the record does not sy. 
port the allegations of fact shown in the assignments of error, 
It points out that there was no authorized representative of 
the board of directors of the applicant on the witness stand 
and that only a few shippers gave any testimony; and also that 
no testimony about the protection of the P. & W. Va. investment 
was given by Frank E. Taplin, chairman of the board, the 
only director who testified. The Pennsylvania said that that 
contention was not even made in the P. & W. Va. brief. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureay 


Information that is not official but which is believed to be 
accurate, has come to the Commission that the executives of the 
carriers involved in the lake cargo coal controversy, have agreed 
upon a compromise which will make the spread in rates from the 
rival fields 35 cents in favor of the Pittsburgh and Ohio dis. 
tricts. That is the spread that was suggested at the conference 
at Cincinnati, May 3, which the Baltimore & Ohio tried to put 
into effect in June, when its northern neighbors made a reduc. 
tion of 20 cents. That reduction automatically expires on 
December 31, by reason of a limitation in the effective tariffs. 

Not only have the executives agreed upon the measure of 
the spread, but also upon the method whereby it is to be 
brought into effect on January 1 next. The suggestion is made 
in connection with the method that it is such, that the Com. 
mission cannot suspend the tariffs. 

The plan, according to the information that looks authentic, 
is for the southern lines to file tariffs, shortly, proposing a 
refund scheme in framework like that which the northern lines 
put into effect in June. The tariffs will propose a 10-cent in. 
crease in the rate from the southern fields, making $1.81 the 
basic district rate. But they will provide for the refund of that 
10-cent increase on coal going beyond Sarnia, Ont., and Port 
Huron,. Mich., the refund provision being limited, as in the 
case of the tariffs from the northern mines, to December 31. 

When the proposed tariffs have been filed the situation will 
be such that, if the Commission cannot or does not interfere, 
the rates from the northern fields will go up 20 cents a ton 
and the rates from the southern fields, 10 cents on the first 
day of 1929. 

In other words the present rates will continue throughout 
the present lake cargo coal shipping season, with a spread of 
45 cents, as decreed in the decision in the formal docket case, 
the order in which was enjoined by the federal court which 
sat at Charleston, W. Va., but, with the new year, will go 
upon the compromise basis of a spread of 35 cents per ton. 

A desire to allow the court proceedings to continue under 
an undisturbed rate situation and to relieve the Commission 
of any necessity for action in the present shipping season is 
said to account, in part, for the determination of the executives 
to provide for the 10-cent refund provision in the new tariffs 
of the southern carriers. A further consideration which is said 
to have moved the executives is a suggestion that the Com- 
mission will find it difficult, if not impossible, to suspend a 
tariff which will provide for rates in the future at a time 
when they will be of no practical value because the lake ship- 
ping season will be closed. 

So far as could be learned, the carrier executives, in con- 
sidering the matter, did not take any of the operators into their 
confidence because they had become convinced that consulta- 
tion with them would be useless, neither set of operators being 
satisfied half a loaf. But, as to whether the operators would 
protest and ask for the suspension of the proposed tariffs, 
developments at the time this was written did not indicate. 


VIRGINIA RATE CASES 


(Special Correspondence from Richmond, Va.) 

The State Corporation Commission of Virginia has con- 
cluded its hearings in Nos. 3102 and 3136, known as the Vir- 
ginia intrastate rate cases. At the closing session rebuttal 
testimony of the carriers was heard. 

The Southern Railway presented several exhibits showing 
comparisons between 13494 scale and present consolidated south- 
western scale, scales proposed by certain shippers in these 
cases, and other exhibits showing coal handled over its line 
in 1927. In addition to the rate exhibits they presented account- 
ing testimony and exhibits purporting to show that exhibits 
heretofore introduced by the Commission were erroneous in 
certain particulars and should be corrected. The Chesapeake 
& Ohio introduced quite a voluminous exhibit dealing with such 
items as out-of-pocket costs of handling intrastate freight 
traffic, the carrier claiming that the out-of-pocket cost for han- 
dling intrastate traffic was very much greater than for inter- 
state traffic. The exhibit gave considerable details with refer- 
ence to wages, costs of handling carload and _ less-carload 
traffic, cars, terminal and yard switching costs, and cost of 
handling revenue and non-revenue freight. Briefs are to be 
filed by October 1. 
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Current Topics 
in Washington 


Lake Cargo Peace Dove Likely to Be Welcomed.—It may 
not be accurate to say that the Commission has built a dove 
cote for the reception of the lake cargo coal rate harmony bird 
the coal road executives have found, but, it is believed, the 
little stranger will receive a hearty welcome, nevertheless. 
That conviction obtains even against a suggestion that the bird 
is no more than a small eagle with its beak and talons trimmed 
and its plumage made as near white as can be achieved in the 
lake cargo coal mining regions. If the Commission accepts the 
harmony plan of the railroads, it is suggested that the only 
place of appeal for the shippers is Congress. Both sides, in a 
way, have tried the legislative remedy, indirectly, of course, 
put, nevertheless, they have tried. The result in that forum 
has been the scalp of a Commission nominee on each side. That 
takes no account, of course, of the scalp Commissioner Cox 
lost at the hands of President Coolidge. His forelock may or 
may not have come off as a result of whispers from powerful 
Pennsylvanians. The severance, however, was not made by 
the legislative guillotine. The thought is general that the com- 
missioners are not so puffed up with pride of opinion about 
the 45 cent spread that they cannot, for the sake of peace, 
regard 35 cents as a sufficient recognition of the advantage 
of the Pittsburgh and Ohio fields, or, if desired in another form, 
of the disadvantages of the southern fields. No one professes 
to believe that the 35 cent spread pleases either of the parties 
to the long-continued fight. If either were pleased the arrange- 
ment probably could not aptly be termed a compromise. How- 
ever, according to many reports, the situation in the lake cargo 
coal market this season, by reason of the court injunction and 
the reduction by the northern lines, has been chaotic. The con- 
ditions have been such, it has been asserted, that neither the 
northern nor the southern operators have been able to do busi- 
ness with any degree of satisfaction even if they have made 
any profit out of the coal they have been able to send to the 
northwest via the lakes. Each side, seemingly, has done its 
share to intimate to prospective buyers that they had better 
be careful about making contracts lest, in the final wash-out 
of the matter, they be required to pay a rate higher than that 
published in the tariff, by reason of what a court may say or do. 
Various advertising matter has also been put out indicating 
the nature of the fight. One northern operator’s name was 
attached to a bit of advertising to the effect that, when the 
new rates establishing the 45 cent spread came into effect, the 
Pittsburgh and Ohio mines would have a monopoly. By way 
of answer to that, it was suggested that this northern operator 
was really a southern operator in disguise, making propaganda 
against what the Commission did when it ordered the 45 cent 
spread. In the course of their fight, the two camps of operators 
did not actually deny the accuracy of the multiplication table, 
but verbal declarations attributed to them came close to con- 
tending that two and two did not make four but something 
else. The tariff method whereby the rail executives are said 
to believe they have made it impossible for the Commission 
to do other than accept the compromise may accomplish that 
purpose. There is a suspicion, however, that, if the Commis- 
sion desired, it could find a way to suspend tariffs making in- 
creases in rates even by the expiration day method. The thought 
that tariffs could be devised in such form that the suspension 
power could not lawfully be used, it is suggested, calls too 
heavily on the credulity of men who long have had experience 
with the Commission. Only in the case of joint rates in which 
one of the parties is a carrier by water has the Commission 
seemed to say that it could not suspend because it has not the 
power to prescribe a minimum rate. Even so, it is suggested, 
there could be suspension for investigation to determine whether 
there was something the Commission could act on. 





Lieut. Jerome Napoleon Bonaparte, U. S. A.—A fact not 
often remembered—that there was at least one Bonaparte in 
the United States army—has been dug up, from original sources, 
by Col. Guy V. Henry, commanding the third United tSates 
cavalry and the citizens’ military training camp at Ft. Meyer, 
Va. He was Jerome Napoleon Bonaparte, grandson of the 
king of the Napoleonic kingdom of Westphalia and his Ameri- 
can wife, Elizabeth Patterson, of Baltimore. When the pope 
would not declare that marriage invalid, .Napoleon issued his 
decree of divorce so that the king of Westphalia might follow 
the example of the emperor of the French and marry a royal 
wife. Napoleon, like Jerome, had a fancy for an American, his 
first wife, Josephine .Beauharnais, being a native of Fort de 
France, Martinique, the port recalled to citizens of the United 
States, in 1898, because it was there that the Spanish Admiral 
Cervera first appeared in the western hemisphere when he 
crossed the Atlantic on his voyage for the relief of Havana. 
The scion of the Bonaparte line in the United States army 
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was graduated from West Point in 1852, served two years in the 
army, resigned, and entered the French army, becoming a 
colonel. When Napoleon III was tumbled from the throne by 
Prussia in 1871, the American Bonaparte was put forward by 
the Bonapartists as regent, but French republicans would have 
no more royalty. He returned to the United States and died 
in Beverly, Mass., in 1893. Another Bonaparte, Charles Jerome, 
also a descendant of Mrs. Jerome Bonaparte, nee Patterson, was 
secretary of the navy and attorney-general in Roosevelt’s cab- 
inet. Almost coincident with the revival of the fact that a 
Bonaparte once was a United States army offier, came cut the 
fact. that Count Zeppelin, inventor of the dirigible, powered 
balloon, was a soldier in the United States army of the Poto- 
mac in the Civil War. He was not so eminent in the incon- 
sequential facts about that army as that the Prince de Joinville 
and other titled Frenchmen were on its general staff. 





Some Postmasters Are Sloppy Housekeepers.—Millions of 
Americans, unfortunate enough in their business affairs to be 
compelled to go to the postoffice, at least occasionally, will be 
mightily cherked up, it is believed, when they learn that First 
Assistant Postmaster-General Bartlett has called on postmasters 
again to show cleaner and more efficiently arranged postoffices. 
Mr. Bartlett has called their attention to the fact that they 
are responsible for dirty, untidy lobbies, work rooms, and offices 
unless they have done everything in their power to keep them 
clean, tidy, and fit places in which to work. Writing a letter 
about something that should be done, Mr. Bartlett observes, is 
not doing all that a postmaster can do. He tells the postmasters 
to keep after undesirable conditions even to the extent of writ- 
ing to the department in Washington for permission to come 
to Washington in an effort to get things fixed as they should be. 
Specifically, he called attention to the fact that one postmaster, 
when called on to say why he kept such a dirty shop, said he 
had written a letter on the subject five years before and got 
no action. Mr. Bartlett said that was not persistence in well 
doing. The postoffice, in many places, especially in some big 
cities, is the loafing place of political hangers-on who may have 
business or hope to have business with political officers in the 
building. There was a time when some Americans showed fierce 
devotion to “liberty” by spitting on the floor or dropping waste 
paper and peanut shells in convenient corners, even as they 
thought they showed their disdain for aristocracy by refusing 
to wear cravats or pressed clothes. Postoffices, said Mr. Bart- 
lett, in his letter to postmasters, were not kept clean enough 
and business was not done in a sufficiently neat and tidy man- 
ner. He might have added that, in some of the offices, the 
attitude of employes is “why bother me.” Slatternly house- 
keeping in the old type gloomy buildings the treasury used to 
provide, decorated with loafing political hangers-on, used to 
make the postoffice in many cities the last place even a man far 
from fastidious cared to visit. 





Connellsville Extension Law Questions.—Probably no deci- 
sion in a finance docket case is being as thoroughly thumbed 
as the one the Commission, not merely division 4, made in No. 
6229, the Connellsville extension application of the Pittsburgh 
and West Virginia, the more or less celebrated five to four 
disposition of which is supposed to contain much consolidation 
of railroads high explosive. The immediate question in the 
minds of those doing the thumbing is as to whether there is 
such a flaw in it that it can be set aside. If there is, it is not 
yet obvious. That is regarded as the question that must first 
be considered because the Taplins have spent money on the 
faith of the government’s decision. The decision became effec- 
tive as soon as promulgated. Unlike decisions of division 4, it 
contains no reservation that it shall take effect thirty days 
or some other period after the service of the certificate and 
order. When the Taplins turned the first shovel of earth, many. 
are inclined to believe, they obtained a vested interest in the 
permission to build. A query is as to whether, in a*matter of 
that sort, the doctrine of judicial estoppel stands as a bar to 
a revocation or modification of the certificate except for breach 
of it through the failure of the Pittsburgh and West Virginia 
to comply with its terms. The terms are that the applicant 
must begin construction on or before June 12, 1929, and com- 
plete the work not later than June 12, 1931. The Pittsburgh 
and West Virginia began work a year before so required. It 
also complied with the technical requirement to give notice 
of beginning of the work within fifteen days after such begin- 
ning. Other things are required of the company, but failure to 
comply with any one of them would be regarded, it is believed, 
if used by the Commission for revocation or modification, as 
hyper-technical. For instance, one of the requirements is that 
the company shall report to the Commission as required by 
valuation order No. 24, effective May 15, 1928. A clerk or 
subordinate official ordered to make the report, for instance, 
might not comply with the exact terms of the order. Use of 
that fact to revoke or modify the permission, it is suggested, 
would put a heavy burden on the Commission that the public 
interest had thereby been placed in great jeopardy, especially 
in view of the fact the Taplins went ahead spending money, 
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notwithstanding the declaration of Commissioner Eastman, in 
his dissent, that, so long “as this situation (hostility on the 
part of the owners of the stock of the Wheeling and Lake Erie 
and the Western Maryland), it is inconceivable that the ap- 
plicant would be justified in embarking on the heavy expendi- 
tures involved in the construction of the new line.” Anyone 
familiar with the always strong desire of the steel manufac- 
turers in the Pittsburgh district, not to mention the coal mining 
interests, to promote competition with the trunk lines in that 
district, it is believed, will understand why money is being 
spent on the Connellsville extension even under the unfavorable 
conditions outlined by Mr. Eastman. Bankers have not always 
been able to keep down the spirit or desire, although Andrew 
Carnegie, the worst “rebel” of them all, took hundreds of mil- 
lions, in bonds, for his steel interests and ceased to be a factor 
in the situation years before his death. 





Shipping Board Gets Oil Dirt Cheap.—It might not be dis- 
playing a Christian spirit to remind fearful. ones that the Ship- 
ping Board this week made contracts for the fuel oil its Mer- 
chant Fleet Corporation ships will need for the three years 
beginning January 1 next, for a mathematical average of 87.83 
cents a barrel of 42 gallons. The contract is for one year, 
renewable for two other periods of one year, at the option of 
the Shipping Board. If the market drops below that figure the 
board can buy at the market. The figures are maxima. The 
point is that, seemingly, the Gulf Refining Company, in which 
Secretary Mellon once had a large part of the controlling in- 
terest, is willing to stake its reputation as- a prophet and its 
money as a solvent business concern that, in the three years 
after January 1, 1929, there will be no such shortage in petro- 
leum as the doleful conservationists have been talking about 
for many years. There is so much production, actual and po- 
tential, in Mexico and South America, seeking a market in the 
United States that it may be years before existing wells in 
the United States will be allowed to flow freely. What the 
Federal Oil Conservation Board is now trying to do is to find 
some way for amending state and federal laws to prevent the 
development of oil areas in this country before they are needed. 
—A. E. H. 


SOUTHWESTERN CLASS RATES 


The Commission, July 6, reopened that phase of the case 
having to do with the grouping of Milwaukee, Racine, Zion, and 
other points north of Chicago. At the same time it announced 
the denial of petitions, for suspension or postponement, filed by 
the Southwestern Pipe Consumers’ Committee, Texarkana & 
Fort Smith Railroad, East Side Manufacturers’ Association, the 
southern railroads, the Southern Railway System, Louisville & 
Nashville, Powell River Lumber Company, and Mathiesen Alkali 
Works. It granted a number of petitions for intervention in 
reopened phases of the case. 

The Commission, July 7, announced that it had ordered the 
suspension of tariffs and supplements applying on cotton fab- 
rics, including window shade cloth, in quantities of 20,000 
pounds or more, and on fruits and vegetables from the south- 
west to points in South Dakota. The Commission also announced 
that it had voted to deny all other requests for suspension of 
rates not covered in this or in the previous announcements of 
June 30, July 3, and July 6. 

Thé@ Commission closed its offices July 7 under the belief 
that its machinery had accomplished what it had desired in the 
matter of the postponement of the effective dates of its own 
orders and the effective dates of the tariffs filed in compliance 
therewith in the consolidated southwestern cases, from July 8 
to July 14. Some clerks were kept on duty to handle and list 
postponement supplements arriving after office hours. The 
Commission’s tariff filing day extends from noon to noon. 
Therefore, postponement supplements arriving at any hour be- 
fore noon Of July 9 were counted as having arrived on July 7; 
that is, within the time for postponing the effective dates of 
tariffs bearing July 8 as the day of their effectiveness. 

Investigation and suspension orders suspending parts of 
tariffs for seven months because they had been shown, prima 
facie, to be not in line with the decision in the case were 
issued on July 7. They are listed in an order creating I. and S. 
No. 3130. The terms of that order are general, suspending items 
and supplements described, in part, by the designation of their 
character. General terms had to be used because there was 
not time for listing each by number and page. 

Notwithstanding the immense amount of paper work that 
was done, there was an impression that some of the postpone- 
ment supplements, especially of small individual lines, would 
not reach the Commission before noon of July 9. The effect 
of such failures, relatively unimportant, was to leave the car- 
riers failing to get under the wire in time without rates if the 
supplements were cancellations of the rates and referring the 
inquirer for rates to the Johanson tariffs. The Johanson tariffs 
may be described as master tariffs intended to displace hun- 
dreds of others. The lines whose rates were to be published 
in the Johanson tariffs, in order that the scheme might be put 
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into operation, filed supplements canceling their own rates. In 
the event any of the lines which filed cancellation supplements 
failed to get postponement supplements to the Commission in 
time the result of their failure was to cancel their tariffs be- 
cause they referred to something not in effect, namely, to the 
Johanson tariffs. 

Southern railroads and Agent Cottrell, the latter a pub- 
lisher for southern lines, however, were among the earliest to 
get their postponement supplements to the Commission. , Their 
tariffs, filed in compliance with the Commission’s decision, 
caused the uproar among southern manufacturers culminating 
in the Cotterill suit filed at St. Louis. That suit, in turn, caused 
the Commission, at the request of the federal court at St. Louis, 
to postpone the effective date of its order from July 8 to July 
14 because of the inability of the court to hear that case before 
July 9. 

A check of tariffs received in the mails before noon of July 
9 disclosed that the carrier publishing agents had executed and 
filed the postponement supplements necessary to hold the tariffs 
in suspense until after the court at St. Louis had had an oppor- 
tunity to hear the allegations on behalf of southern manufac- 
turers. The Commission complied with the request of the 
court not only in letter but spirit as well. The letter of the 
request was that thé Commission postpone the effective date 
of its order. The spirit of the request, as interpreted by the 
Commission was that not only the effective date of the order 
but of the tariffs filed in compliance therewith be set forward 
until July 14. Therefore it told the carriers that it had given 
them special permission to postpone the effective dates of their 
tariffs, on one day’s notice. 

Injunction Denied 


Arguments on the Cotterill application for an order enjoin- 
ing the enforcement of the Commission’s order was made in the 
federal court at St. Louis on July 9 and the following day by 
C. E. Cotterill for the complaining southern manufacturers, 
Blackburne Esterline for the United States and J. Stanley Payne 
for the Commission. The first day was devoted to a motion 
made by Mr. Esterline to dismiss the bill for the reason that 
it had not been served on the railroads. The United States 
contended that the railroads were necessary parties. Mr. Cot- 
terill contended they were not, because the prayer was for an 
order forbidding the enforcement of the Commission’s orders. 

The next day the court overruled the motion and directed 
the attorneys to proceed with the arguments on the merit of 
the propositions laid down in the bill in so far as might be 
necessary to show the court that it should or should not issue 
a stay if it might not be prepared to treat the hearing as suffi- 
cient for peramnent action on the questions at issue. At the 
conclusion of the day’s argument the court announced that it 
would announce its decision at 4 o’clock on July 12. 

The federal court at St. Louis July 12 denied the applica- 
tion of the southern manufacturers for a temporary injunction 
forbidding the enforcement of the Commission’s order in the 
Consolidated Southwestern cases. Under the terms of the 
Commission’s postponement of the effective date of its order 
and the postponement supplements of the carriers, the rates 
were effective July 14. 

The heart of J. Stanley Payne’s argument in behalf of the 
Commission was that the scale prescribed from the southeast 
to the southwest was not, as alleged, as high as the scale in 
the southwest, and that, therefore, if the court enjoined the 
order, it would, in effect, be undertaking to control the dis- 
cretion of the Commission. 

Paul A. Walker, representing the Oklahoma commission, 
and A. L. Reed, representing Dallas and other Texas cities, 
intervened in the case on the side of the Commission. 

Deere & Co. have asked for a reopening, further hearing and 
a modification of the Commission’s orders for the purpose of 
fixing rates on agricultural implements from Horicon, Wis., to 
Southwestern and Kansas-Missouri territories. The petitioner 
alleges that the rates proposed by the railroads are excessively 
high in comparison with rates prescribed by the Commission 
from adjacent groups in Wisconsin, relative distances and other 
transportation factors considered. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
June 15, was 72, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: Box, 
64.5; refrigerator, 78; coal and coke, 77.1; stock, 85.2; flat, 77.8; 
tanks and others, 94.5. By districts the percentages for all 
classes of equipment were as follows: Eastern, 63.7; Allegheny, 
79.3; Pocahontas, 63.7; Southern, 71; Western, 74.9. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, showed the following as 
of June 15: Eastern district, 99.6 as against 99.4 a year ago; 
Allegheny, 102.3 as against 101.3 a year ago; Pocahontas, 77.5 
as against 75.6 a year ago; Southern, 92.2 as against 94.9 a 
year ago; Western, 98.1 as against 98.5 a year ago; all districts, 
97.5 as against 97.7 a year ago; Canadian roads, 101.4 as against 
98 a year ago. 
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Decisions of Interstate Commerce Commission 





SEWER PIPE RATES 


The Commission, by division 4, in No. 13878, Chicago Fire 
Brick Company et al. vs. Ahnapee & Western et al., opinion 
No, 138465, 144 I. C. C. 24-7, in a report written by Commissioner 
Meyer, on further hearing, has modified its findings in the 
original report, 107 I. C. C. 399. The findings were that rates 
on sewer pipe and wall coping, carloads, from Mecca and Brazil, 
Ind., to points in Illinois, Wisconsin, and Minnesota were un- 
reasonable and unduly prejudicial. The finding of unreason- 
ableness has been changed so that it has been reduced to a 
finding that the rates in question were not unreasonable prior 
to May 29, 1926. That date was the one on which rates in 
accordance with the prior findings were to have been made 
effective. No order was entered in connection with the original 
report. Ninety days were given the carriers in which to re- 
yise their rates. Later, the time was limited to May 29, 1926. 

Upon complainants’ petition the case was reopened for 
further hearing in respect of the unreasonableness of the rates 
and reparation. At the further hearing the complainants lim- 
ited their prayer for reparation to shipments moving to that 
portion of the destination territory to which rates were not 
affected by the Indiana-Twin Cities and the Indiana-Missouri 
River cases (no citations given). In the original report the 
Commission said that this case was closely related to the cases 
in which rather wide revisions of class rates from Indiana were 
directed. The Commission, in the original report in this case, 
said that under such general readjustments it had repeatedly 
denied reparation. The complainants, in the reopened case, 
therefore, asked for reparation only on shipments to parts of 
the territory not affected by the general readjustments in the 
cases mentioned. 

Defendants contended that, in effect, the Commission’s find- 
ings in the original report were of undue prejudice, the find- 
ings of unreasonableness being of relative unreasonableness 
rather than of unreasonableness per se. That being so, the 
railroads argued that reparation should be denied because dam- 
age aS a result of undue prejudice had not been shown. 

The Commission said it agreed with the railroads as to 
the nature of the finding of unreasonableness. Car-mile and 
ton-mile earnings under the assailed rates, the report said, 
were not excessive on this traffic. The report said that while 
the complainants had introduced many rate comparisons, none 
of the compared rates had been shown to have been maximum 
reasonable rates. 

After limiting the finding of unreasonableness as hereinbe- 
fore set forth the Commission said that damage as a result of 
- undue prejudice found in the original report had not been 
shown. 

Commissioner Woodlock, concurring in part, said he con- 
curred in the finding that the former report should be modi- 
fied so as to find the assailed rates were not unreasonable and 
stated his belief that that modification should not be limited 
to prior to May 29, 1926. He set forth that the report on fur- 
ther hearing said that “while complainants have introduced 
numerous rate comparisons, none of the compared rates have 
been shown to be maximum reasonable rates.” 

“How, then, can we find unreasonableness upon _ such 
premises?” asked Mr. Woodlock. “If we are to prescribe a 
relation of rates to remove undue prejudice under section 3, I 
think our findings should be limited to one of undue prejudice 
without reference to ‘relative unreasonableness.’ ” 


IMPORTED BENZOL RATE 


The Commission, by division 4, in No. 18563, Caldwell & 
Taylor vs. Chicago, Rock Island & Gulf et al., upon further 
consideration, has modified its former report, 129 I. C. C. 626, 
as to the quality of a fifth class rate of $1.41 charged on a car- 
load of imported benzol, which moved February 19, 1925, from 
Eagle Pass, Tex., to Ivorydale, O. It held that that rate was 
unreasonable to the extent it exceeded a combination of 63.5 
cents based on St. Louis and awarded reparation. It now finds 
that the rate charged was unreasonable to the extent it exceeded 
the lowest combination of 89.5 cents, in effect at the time of 
the movement. The carriers, in the reconsideration, pointed 
out that the 63.5 cent combination came into effect after the 
shipment was made and not, as the Commission erroneously 
thought, before the movement. The report said that a review 
of the tariffs showed that the rate charged was and is the 
applicable rate, although it exceeded the later combination of 
63.5 cents, consisting of a commodity rate of 39.5 cents to St. 
Louis and 24 cents beyond. The report said that the review 
showed that some of the rate comparisons offered by the com- 
Plainant and set forth in the prior report were in error. 

The report says the evidence shows that the proportional 





rate of 39.5 cents to St. Louis was established because of a 
supposed competitive condition and the prospect of a substantial 
movement. The carriers claim now that the competitive con- 
dition does not exist and that the substantial movement has 
not materialized. Benzol, also called benzene, a coal tar prod- 
uct, was supposed to be in competition with gasoline. The 
Commission, in a number of reports, declared that they were 
competitive. 

The Commission said the record showed no reason for a 
finding for the future, as there were no indications of any future 
movements. ' 

The Commission, however, found that the applicable fourth 
class rate exceeded the aggregate of intermediates, commodity 
rates, based on St. Louis. It directed the prompt removal of 
the fourth section violation. 





TEA RATE CASE DISMISSED 


The Commission, by division 3, has dismissed No. 19344, 
J. A. Folger & Co. vs. Santa Fe et al., opinion No. 13475, 144 
I. C. C. 73-6, finding not unreasonable the second class rate of 
$1.69 on tea, in carloads, from Kansas City, Mo., to Dallas, Tex. 
The complainant asked for a rate of 75 cents and reparation to 
that basis on four shipments made on and after March 7, 1925. 

Tea, according to the report, is rated throughout the coun- 
try, first class in less than carloads and second class in carloads. 
The report further asserts that it moves on class rates with 
but one exception. The exception is an import rate of $1.50 
from San Francisco to a number of points, including Dallas. 
The movement from San Francisco is heavy. 

Although the complaint alleged the rate was unreasonable, 
the Commission said the issue was one of classification and so 
treated the case. It said the record did not warrant condemna- 
tion of the rating or the rate. The Commission said the record 
did not show any movements of tea from Kansas City to Dallas 
other than those covered by the complaint. It pointed out that 
the second class rate from Kansas City to Dallas, as a result 
of the revision of class rates in the southwest, would become 
$1.49. The opinion was expressed that the new second class 
rate would be a reasonable maximum for the future and that 
therefore no finding for the future was necessary. 


RELIEF ON LUMBER, ETC. 


In fourth section order No. 9836, class and commodity rates 
from Pacific coast and intermediate territory to eastern defined 
territories, opinion No. 13466, 144 I. C. C. 28-37, the Commission, 
by division 2, has given the transcontinental lines and their 
eastern connections, relief as to their rates on lumber and 
other forest products, classes and commodities, to enable them 
to route traffic through higher to lower rated groups, from 
Pacific coast territory to eastern destinations. The relief is 
granted without the limitation of the equidisatnt clause of the 
fourth section. The relief, however, is subject to a 45 per cent 
circuity and other customary limitations. 

This relief enables the carriers to continue the existing 
groups, many of them very large, especially on lumber and 
other forest products. Denial would have required them to 
break up the large groups into smaller ones, and, in some in- 
stances, to close routes. 

The relief order is based upon fourth section applications 
Nos. 12383, 346, 348, 349, 456, 580, 584, 650, 651, 1475 and 1575, 
filed by tariff publishing agents and individual railroads. 

The Commission said that the carriers serving the south- 
west did not make a separate showing with respect to the relief 
sought in that territory. Consideration of the relief sought, by 
applications other than No. 12383, the report said, might, there- 
fore, with propriety, include all the rates to destinations in 
transcontinental groups B to H, inclusive, as defined in Countiss’ 
I. C. C. Nos. 1129, 1130, 1134, and 1135, generally embracing all 
the territory north of the Ohio and west of the Mississippi 
extending to the eastern boundaries of Montana, Wyoming, 
Colorado and New Mexico. 

In disposing of the applications the Commission said: 


Carriers parties to application No. 12383 will be authorized to 
establish and maintain rates on lumber and other forest products, 
in carloads, as described in that application from points in Oregon, 
Washington, Idaho, Montana, Alberta, and British Columbia, as 
described in Agent Countiss’ tariff I. C. C. No. 1104 to points of 
destination in various groups in central territory, as described in 
the application, the same as the rates contemporaneously in effect 
over other routes operating from and to the same points, but not 
lower than the rates proposed in the application, from and to such 
points, and to maintain higher rates to intermediate points in those 
groups in instances where their lines or routes operate to a lower 
rated group through a higher rated group, subject to the limitations 
hereinafter set forth. 

Carriers parties to applications Nos. 346, 348, 349, 456, 580, 584, 
650, 651, 1475, and 1575 will be authorized to continue rates on classes 
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and commodities from points of origin on the Pacific coast and inter- 
mediate territory, as described in those applications and tariffs therein 
named to destinations in transcontinental Groups B to H, inclusive, 
as defined in Agent Countiss tariffs I. C. C. Nos. 1129, 1130, 1134 
and 1135, the same as the corresponding rates contemporaneously in 
effect over other routes operating from and to the same points, but 
not lower than the present rates from and to such points, and to con- 
tinue higher rates to intermediate points in such groups in instances 
where their lines or routes operate to a lower rated through a higher 
rated group, subject to the limitations contained in the following 
paragraph. 

Relief as outlined in the two next preceding paragraphs will be 
granted upon the following conditions: (1) That rates to the inter- 
mediate points shall not exceed rates in effect over other routes to 
the same points in the higher rated intermediate groups, (2) that the 
rates to the intermediate points shall not be increased except as here- 
after may be authorized by us and shall not exceed the lowest com- 
bination, and (3) that it shall not apply in connection with rates ap- 
plicable in No. 12383 where over routes that are more than 45 per 
cent circuitous. 

In all instances where relief is granted, the authority to meet at 
more distant points the rates of competing lines or routes will be 
limited to rates that are not lower than those at present in effect, or 
proposed in application No. 12383, over the said lines or routes from 
or to the said more distant points. 

Except to the extent herein specified and except as relief has here- 
tofore been authorized by our permanent orders, all other and fur- 
ther relief prayed by the applications considered in this proceeding 
will be denied. All relief previously authorized by us which con- 
flicts in any way with the findings herein will be rescinded. 


Chairman Campbell, dissenting, said there was no neces- 
sity for maintaining the vast groups here considered. They 
should be broken up into smaller groups, he said. That, he 
said, would not result in distance rates nor would it ignore 
commercial and industrial conditions which led to their estab- 
lishment. But, he said, it would give recognition to the geo- 
graphical location of many new industries and afford them an 
opportunity to compete in other fields on a more equitable basis. 
The situation, in his opinion, could be adequately cared for by 
a regrouping. 


ENAMELED STOVE TRIMMINGS 


The Commission, by division 3, in a report in No. 19573, 
Baltimore Enamel & Novelty Co. vs. Atlantic Coast Line et al., 
opinion No. 13486, 144 I. C. C. 120-2, has dismissed the com- 
plaint on a finding that the rate on enameled stove trimmings, 
in less than carloads, from Baltimore, Md., to Chattanooga, 
Tenn., was not and is not unreasonable or unduly prejudicial. 

Complainant alleged that competitors at Nashville, Tenn., 
Louisville, Ky., Cincinnati, O., Beaver Falls, Pa., and New York, 
N. Y., were preferred. The report said stove trimmings or 
ornaments, in less than carloads, were rated third class in the 
Southern Classification. Complainant’s shipments moved water 
and rail and were charged the applicable third class rate of 
$1.28. The all-rail rate between the same points is $1.35, ac- 
cording to the report. Complainant sought the establishment 
of a less-than-carload commodity rate. The Commission said 
complainant’s shipments from Baltimore to Chattanooga in 1925 
and 1926 averaged about 9 or 10 boxes, each weighing about 
200 pounds, a week. No shipments were made in 1927 and 
complainant stated none would be made while the present rate 
situation continued. The Commission said volume of move- 
ment was an important and not infrequently a determinative 
element in the establishment of a commodity rate. Continuing 
the Commission said: 


Less-than-carload shipments ordinarily move at class rates. Com- 
modity rates on this class of traffic are a pronounced departure from 
the usual practice and their establishment should be required only 
upon a clear showing of compelling reasons. In the consolidated 
southwestern revision, the defendants therein were authorized to 
cancel, except in certain instances, all less-than-carload exceptions 
and commodity rates applicable in the southwest generally and to 
apply in lieu thereof the class rates prescribed in that revision. 
Reasonable maximum class rates, as prescribed in the southern class 
rate revision, are now in effect between the points here considered 
and in view thereof the establishment of a less-than-carload com- 
modity rafe on this record is not warranted. 


The Commission said complainant’s evidence in support of 
its allegation of undue prejudice was meager. It said com- 
plainant sought, by an adjustment of the rates, to compete at 
Chattanooga with local manufacturers there and other producers 
in adjacent territory, and that the facts did not warrant a find- 
ing of undue prejudice. 


In a report, by division 2, in No. 18193, Boston Wool Trade 
Association vs. Apache Railway Company et al., opinion No. 
13483, 144 I. C. C. 111-14, the Commission has dismissed the 
complaint on a finding that failure of defendants to establish 
an arrangement for stopping in transit at directly intermediate 
points to complete loading of wool and mohair originating along 
the lines of the Atchison, Topeka & Santa Fe in Arizona and 
New Mexico, in lieu of or in addition to the existing concentra- 
tion arrangement, does not subject complainant to unlawful in- 
jury within the meaning of sections 1, 2, and 3 of the inter- 
state commerce act. 

The Commission said the gist of the proceeding as dis- 
closed by the evidence was that complainant and others who 
did not maintain facilities for concentration were apparently 


THE TRAFFIC WORLD 








Vol. XLII, No, 2 






at some disadvantage both with respect to rates and the pur. 
chase and sale of wool as compared with the wool dealers jp 
New Mexico who did maintain such facilities. It said the eyj. 
dence did not establish that any of the rates and charges on 
wool from points of origin to destinations here concerned were 
unreasonable per se, and that the mere fact that under the cir. 
cumstances of this case the present concentration arrangement 
might be of more advantage to New Mexico dealers did not 
make that advantage unlawful under section 2 or 3 of the inter. 
state commerce act. It said that complainant and others might, 
by establishing such facilities, and by seeking additional con. 
centration points if necessary, avail themselves of any advan. 
tages now enjoyed by their competitors. It said further that 
the fact, referred to by complainant, that the stop-in-transit 
arrangement was in effect in other states did not raise any 
presumption by itself that this arrangement should be estab. 
lished in Arizona and New Mexico. Continuing, the Commis. 
sion said: 


Manifestly the establishment of either arrangement must depend 
upon the circumstances and conditions affecting the particular terri- 
tory concerned. Complainant has made no showing that it has been 
deprived of any rights or advantages accorded to other shippers in 
Arizona, New Mexico, or elsewhere. To hold that stopping in transit 
is preferable to concentration in the particular territory here con- 
cerned or that both should be established, would be placing an un- 
warranted construction upon our findings in the 1923 Wool Cases, 
as well as reaching a conclusion which is not supported by the evi- 
dence in this case. 

Complainant asserts that wool is a product of agriculture, that the 
wool business in the United States is depressed, and that it is our 
duty in conformity with the requirements of the Hoch-Smith resolu- 
tion to investigate the rates and charges on wool. 

Briefly stated, the resolution referred to is a direction to us to 
give agricultural commodities affected by depression the lowest rates 
that it is possible to give without running counter to the provisions 
of the interstate commerce act and the carriers’ rights under the 
Constitution. To this mandate of Congress we have in several cases 
given such effect as we could in respect of important commodities. 
Georgia Peach Growers’ Exch. vs. A. G. S. R. R. Co., 139 I. C. C. 143; 
Calif. Growers’ & Shippers’ Protective League vs. S. P. Co., 129 
I. C. C. 25, 1382 I. C. C. 582. Various investigations with respect to 
agricultural products, including livestock, embracing practically the 


‘ entire country, are now in progress and whatever relief the wool 


industry may be entitled to will be determined as a result of such 
action. Manifestly, however, such a determination is not within the 
scope of this proceeding. 


CLASS RATES TO KENTUCKY 


The Commission, in a report written by Commissioner 
Eastman, in I. and S. No. 3051, class rates between various 
Kentucky points and points in eastern territory, has found not 
justified proposed increased class rates between Lexington, 
Paris, Walton, Georgetown, Winchester, and Latonia, Ky., and 
points in New England, Trunk Line, and Buffalo-Pittsburgh 
territories ordered the suspended schedules cancelled and dis- 
continued the proceedings. 

Southern carriers were responsible for the proposed rates 
which would have been applicable to and from points in 
northern Kentucky, largely upon the Chesapeake & Ohio. They 
construed the Commission’s decision in Southern Class Rate 
Investigation, 100 I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 200, 
and 128 I. C. C. 567, as requiring them to change the rates to 
and from the northern part of Kentucky as part of the adjust- 


. ment to displace the old system of making rates on the Ohio 


River combination. They thought they were required to do that 
notwithstanding the fact that since about 1880 many of the rates 
to and from the affected territory were joint rates subject to 
Official Classification and not subject to Southern Classification 
and, according to Mr. Eastman, the further fact that anomalies 
as existed under the old adjustment would arise in the pro- 
posed adjustment. 


The Chesapeake & Ohio and its eastern connections, Mr. 
Eastman said, offered no testimony on the subject at all. He 
pointed out that the order instituting the Southern Class Rate 
Investigation excluded the territory in question from the case 
and that the eastern carriers had made proposals in respect of 
rates to and from it in No. 15879, Eastern Class Rate Investiga- 
tion. In disposing of the matter, Mr. Eastman said: 


The most important circumstance here is, however, that at the 
time when the suspended rates were filed the existing rates were, 
and for 48 years had been, a part of the official territory rate struc- 
ture. They are entitled to be judged, as they are being judged in 
No. 15879, Eastern Class Rate Investigation, now pending, by the 
standards and characteristics of that rate structure. This being the 
premise to which we are inevitably led, plainly no justification has 
here been offered for the suspended rates which is consistent with 
that premise. As we have stated, it is quite true that anomalies and 
inconsistencies will exist if the present rates are continued, just as 
they would exist if the suspended rates were made effective; but 
this situation cannot be cured in this proceeding, and must be other- 
wise dealt with to such extent as may be practicable. It is a situation 
which has existed for a great many years, and by reason of the rates 
which became effective on January 15, 1928, is less aggravated than 
it was prior thereto. In this connection it should be noted that the 
question of undue preference and prejudice as between points in 
the southern border district and the gateways between the terri- 
tories was not finally determined in the Southern Case, but was left 
for consideration following the revision of the official territory class 
rates in No. 15879. The rates here in issue will no doubt be revised 
to some extent in that proceeding. It should further be noted that 
fourth-section violations in connection with the present rates which 
were created by the publication of the rates between official and 
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southern territories which became effective on January 15, 1928, 
must be eliminated in so far as they exist without four-section relief. 

We find that the suspended rates have not been justified, and an 
order requiring their cancellation will be entered. 


COAL AND LIME RATES 


In a report written by Chairman Campbell in No. 19054, 
G. H. Treyz & Co. et al. vs. Baltimore & Ohio et al., the 
Commission has ordered a revision of rates on coal and lime 
from points in Pennsylvania to the Livingston Manor, N. Y. 
group and Corbett, N. Y., not later than Octber 10, based on a 
finding of unreasonableness, for the future as to the rates on 
coal, and unreasonableness, both past and future, on lime. 
Reparation was denied on coal for the reason that the Com- 
mission considered the coal phase of the case as akin to the 
situation coincidently disposed of in No. 18471, International 
Paper Co. vs. Buffalo, Rochester & Pittsburgh et al. It con- 
sidered that case as in the nature of an appendix to the 
Eastern Bituminous Coal Investigation, 140 I. C. C. 3 and 
Anthracite Coal Investigation, 122 I. C. C. 527. 

The soft coal rates involved were from the Clearfield and 
Westmoreland districts in Pennsylvania and from points on the 
Monongahela Railroad in West Virginia and on steam sizes of 
anthracite from Mayfield, Pa., to Trout Brook, Hortons, Cook’s 
Falls, Roscoe, Livingston Manor, and Corbett, N. Y. The rates 
on lime were from Bellefonte, Pa., to the same destinations. The 
findings, other than the one awarding reparation on lime because 
the rates on that commodity were unreasonable in the past, 
were as follows: 


We find that the rates assailed to the Livingston Manor group 
are, and for the future will be, unreasonable and unduly prejudicial 
to the extent that they exceed or may exceed, on bituminous coal 
a rate of $3.09 from the Clearfield district, and from the other origin 
groups rates no higher than the rate of $3.09 from the Clearfield dis- 
trict than the respective amounts of the present differentials; a rate 
of $1.89 on buckwheat No. 2 and smaller sizes of anthracite coal; and 
a rate of 16 cents on lime. We further find that the rates assailed 
to Corbett are, and for the future will be, unreasonable and unduly 
prejudicial to the extent that they exceed or may exceed, on bitumi- 
nous coal a rate of $3.22 from the Clearfield district, and from the 
other origin groups rates no higher than the rate of $3.22 from the 
Clearfield district than the respective amounts of the present dif- 
ferentials; and a rate of 19 cents on lime. 


POTATO SWITCHING CHARGE 


In No. 19580, Stein Potato Co. vs. Northern Pacific, opinion 
No. 13487, 144 I. C. C., 123-4, the Commission, by division 4, has 
dismissed the complaint on a finding that the switching charge 
of $2.25 on an interstate carload shipment of potatoes at Min- 
neapolis, Minn., was collected without tariff authority but was 
not unreasonable. The Commission said the conclusion was 
unavoidable that, by the carriage of traffic in respect of which 
no rate had been published and filed, defendant unlawfully 
engaged in interstate transportation, but that, as announced in 
Memphis Freight Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90, 
and followed in many other decisions ‘including Berg Industrial 
Alcohol Co. vs. Reading Co., 142 I. C. C 161, decided April 17, 
1928, where a transportation service had been rendered for 
which no tariff authority whatever existed, and where the 
shipper had paid the sum claimed by the carrier for the service, 
the Commission had jurisdiction to determine the reasonable 
charge for the service. 


RATES ON LUMBER 


The Commission, by division 3, in No. 19825, Goodwillie- 
Green Box Co. vs. Chicago, Milwaukee & St. Paul et al., opinion 
No. 13488, 144 I. C. C. 125-7, has dismissed the complaint on 
a finding that rates on lumber from Cloquet, Virginia and 
Bemidji, Minn., and Fort Frances, Ont., to Wausau, Wis., were 
not unreasonable or unduly prejudicial. Reparation was sought. 


REPARATION ON FRUITS DENIED 


The Commission, by division 3, has dismissed No. 16376, 
California Growers’ & ‘Shippers’ Protective League et al. vs. 
American Railway Express Company, opinion No. 13482, 144 
I. C. C. 106-10, thereby denying reparation on express shipments 
of fruits and vegetables, carloads, from California points to 
eastern destinations, made between February 21 and June 20, 
1924. The claims for reparation were based upon the findings 
and orders made by the Commission in Express Rates, 1922, 
83 I. C. C. 606, and 89 I. C. C. 297. 

The period in which the claims arose was that created by 
the order of the Commission requiring the express company to 
cease and desist from charging the rates then in effect, on ar- 
ticles of food, which had been found unreasonable and the 
filing of new rates by the express company. The complainants 
contended that, the rates having been found unreasonable, they 
were entitled to reparation from the day the express company 
was ordered to cease and desist from charging the old rates 
to the day the new rates went into effect. 

In denying reparation the Commission pointed out that the 
proceeding was one which it had instituted on its own motion 
and that there had been no formal complaints about the rates, 
while in the cases cited by the complainants the general investi- 
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gation instituted by it also covered formal complaints alleging 
unreasonableness. The carrier, in its defense, pointed to deci- 
sions of the Commission in general investigations in which it 
had denied reparation; also to formal complaint cases in which 
there was a denial of reparation for reasons set forth therein. 

The Commission said it had frequently found that a finding 
of unreasonableness for the future did not necessarily consti- 
tute a basis for reparation. It said that the rates charged on 
these shipments were those authorized by it in Express Rates, 
1920, 58 I. C. C. 281, and 707. Further, the Commission said the 
complainants offered practically no evidence of unreasonable- 
ness other than the reports and orders in Express Rates, 1922, 
supra. It therefore found the rates assailed not unreasonable. 


COAL TO NORTHERN NEW YORK 


Reductions in the rates on hard and soft coal, not later 
than October 10, from Pennsylvania and West Virginia to points 
in northern New York, have been ordered in No. 18471, Interna- 
tional Paper Company vs. Buffalo, Rochester & Pittsburgh et al., 
and the cases joined with it. The report was written by Chair- 
man Campbell. The orders are based on findings of unrea- 
sonableness for the future. The Commission regards the report 
as in the nature of a supplement to Eastern Bituminous Coal 
Investigation, 140 I. C. C. 3, and Anthracite Coal Investigation, 
122 I. C. C. 527. In those proceedings reparation was not sought 
nor granted. Reparation was denied in these proceedings and 
the findings of unreasonableness were limited to the future. 

The soft coal rates are grouped both as to origin and des- 
tination points, with the Clearfield, Pa., group as the important 
origin territory and the Buffalo-Rochester group as the impor- 
tant destination territory. The carriers claimed that the rates 
to the Buffalo-Rochester group were depressed and therefore 
should not be used in measuring rates to the Syracuse-Oswego 
group. The Commission said that points in the last mentioned 
group were in competition with points in the Buffalo-Rochester 
group. 

A reduction of eleven cents in the Clearfield rate to Syra- 
cuse, from $2.96 to $2.85 is probably the outstanding point in 
the decision. Rates to other points in the territory of des- 
tination involved revolve around it. Rates to some points in 
the destination territory on soft coal’: were found not unreason- 
able. 

Steam sizes of anthracite coal were the ones chiefly assailed. 
The complaining points in No. 18200, International Paper Co. 
et al. vs. Delaware & Hudson et al., and the cases joined with 
it in the hard coal part of the case are north of Schenectady 
on the Saratoga and Champlain divisions of the Delaware & 
Hudson, which, according to the report, assumed the burden 
of the defense and was called the defendant. 


Allegations of undue prejudice ard preference in addition 
to unreasonableness were made. The Commission said the rec- 
ord would not support those allegations. Its report gives de- 
tailed consideration to data concerning rates, transportation 
conditions, and the bearing of findings in prior reports on the 
subject. In disposing of the cases the Commission said it found 
that: 


1. The rates on bituminous coal, in carloads, from the Clear- 
field district to destinations shown in Appendix B, assailed in Nos. 
18471, 18474, 18849, 18912, 18111, 18257, and 17503, are and for the 
future will be unreasonable to the extent that they exceed or may 
exceed the rates indicated opposite the respective destinations shown 
in Appendix B 

2. The rates on bituminous coal, in carloads, to the same des- 
tinations, assailed in the same cases, from origin districts other 
than the Clearfield district are and for the future will be unrea- 
sonable to the extent that they exceed or may exceed the rates 
herein prescribed from the Clearfield district to such destinations, 
plus the present differentials, if any, over the Clearfield district from 
the respective districts of origin. 

3. The rates on buckwheat Nos. 2 and 3 and smaller sizes of 
anthracite coal, in carloads, assailed in No. 18200, are and for the 
future will be unreasonable to the extent that they exceed or may 
exceed, per ton of 2,240 pounds, $2.54 to Corinth, Fort Edward, and 
Glens Falls, and $2.79 to Ticonderoga, including deliveries on the 
Ticonderoga Railroad. 

4. The rates on anthracite coal, in carloads, to Willsboro, as- 
sailed in No. 17502, are and for the future will be unreasonable to 
the extent that they exceed of may exceed, per ton of 2,240 pounds, 
$3.43 on prepared sizes and $2.92 on pea and smaller sizes. 

5. The rates on steam anthracite coal, in carloads, to Piercefield, 
assailed in No. 18472, are and for the future will be unreasonable to 
the extent that they exceed or may exceed, per ton of 2,240 pounds, 
$3.01 from all points in the Wyoming region on the Delaware & Hud- 
son, New York, Ontario & Western, Delaware, Lackawanna & West- 
ern, and Lackawanna & Wyoming Valley over the shortest tariff 
routes, determined by averaging the distances from all mines in the 
Wyoming region on each of the aforesaid carriers to Piercefield; and 
$3.20 from all points in the Wyoming, Lehigh and Schuylkill regions 
on the line of each defendant carrier serving those regions, except 
the points from which the reasonable maximum rate of $3.01 here- 
inbefore prescribed will apply to Piercefield. 

6. The assailed rates to the other destinations named in the 
complaints are not unreasonable. 

Our conclusions herein shall not be construed as prohibiting 
defendants from continuing the present Watertown-Massena group 
of destinations by voluntarily reducing the rates on bituminous coal 
to destinations in that group herein found not unreasonable to the 
basis of the reasonable maximum rate herein prescribed to the other 
destinations in that group. 


AppendixB, referred to in the findings, is as follows: 
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We regard the reductions here required as part of, or as closely 
related to, the general rate revisions resulting from our various 
findings and orders in the Anthracite Coal Investigation and Eastern 
Bituminous Coal Investigation, supra. Practically all of the rates 
required to be changed in those proceedings, as here, are parts of 
long-standing rate adjustments. Only a few of the shippers using 
the many rates comprising those adjustments have come before us 
with prayers for reparation. No reparation was sought or granted in 
those proceedings, and none should be granted here. We find that 
the rates assailed were not unreasonable in the past, and reparation 
is denied. 

Rates herein prescribed from the Clearfield district to destinations 
in the state of New York, in amounts per ton of 2,240 pounds: Syra- 
cuse, Solvay, $2.85; Oswego, $2.98; Watertown, Brownville, Dexter, 
Black River, Felts Mills, Great Bend, Carthage, Evans Mills, $3.24; 
Piercefield, $3.76; Willsboro, $3.97; Corning, *$2.59; Ithaca, $2.85; 
Canisteo, Hornell, +$2.49; Hammondsport, Penn Yan, $2.85; Dundee, 
Montour Falls, $2.72; Geneva, Binghamton, $2.85; Hudson Falls, Fort 
Edwards, Glens Falls, Corinth, $3.55; Ticonderoga, +¢$3.83. : 

This report also covers No. 17502, New York & Pennsylvania 
Co. vs. Delaware & Hudson et al.; No. 17503, Same vs. Same; No. 
18200, International Paper Co. et al. vs. Delaware & Hudson; No. 
18257, International Paper Co. et al. vs. Delaware & Hudson et al.; 
No. 18257 (Sub. No. 1), Glens Falls Portland Cement Co. vs. Dela- 
ware & Hudson et al.; No. 18472, International Paper Co. vs. Cen- 
tral of New Jersey et al.; No. 18474, St. Regis Paper Co. et al. vs. 
Baltimore & Ohio et al.; No. 18849, Syracuse Chamber of Commerce 
et al. vs. Baltimore & Ohio et al.; No. 18912, Oswego Chamber of 
Commerce, Inc., et al. vs. Baltimore & Ohio et al.; and No. 18111, 
Corning Glass Works et al. vs. New York Central et al. 





*From mines on the Pennsylvania over (1) the route of the Penn- 
sylvania to Elmira and Delaware, Lackawanna & Western beyond, 
and the route of the Pennsylvania to Elmira and Erie beyond, over 
which a rate of $2.84 now applies; and (2) the route of the Penn- 
sylvania to Newberry Junction and New York Central beyond, over 
which a rate of $2.71 now applies. 

+From mines on the Buffalo, Rochester & Pittsburgh, Buffalo 
& Susquehanna, Pittsburgh, Shawmut & Northern, and Pittsburgh 
& Shawmut; from mines on the Pennsylvania via Elmira, $2.72. 

tIncluding deliveries on the Ticonderoga R. R. 


G. N.-N. P. UNIFICATION 


The Minneapolis & St. Louis, W. H. Bremner, receiver, 
intervener in finance Nos. 6409 and 6410, the Great Northern- 
Northern Pacific unification case, says the plan is against pub- 
lic Interest and contrary to law. 

The unification, according to the M. & St. L., would bring 
about an unbalanced situation between carriers in the affected 
territory as regards earning capacity, financial ability, and 
competitive strength; that competition and existing routes and 
channels of trade would be destroyed. After setting forth other 
arguments against the plan, the interevner says the plan “will 
seriously impair, if not render hopeless, the ability of the 
Minneapolis & St. Louis Railroad to perform its public duty, 
by the destruction of competition, the diversion of traffic and 
consequent loss of revenue, together with the wiping out of 
its presently established routes of traffic and channels of com- 
merce.” F 


The Tacoma (Wash.) Chamber of Commerce, the City of 
Tacoma and the Port of Tacoma, interveners, “submit that it 
has been conclusively shown that the proposed consolidation 
and unified operation of the applicant lines will not be in the 
public interest, at any rate so far as the public interest in this 
community is concerned.” If the plan should be approved, say 
these interveners, the public interest and welfare of Tacoma 
requires that before the unification be permitted to become 
effective, all the terminals in Tacoma should be unified and 
operated by an independent neutral terminal company. 

The Duluth Chamber of Commerce filed a brief in opposi- 
tion to the applications, asserting it could ‘conceive of no greater 
misfortune to the general good of the northwest, than the 
granting of the permission by the Interstate Commerce Com- 
mission to these proponents to consolidate their properties.” 
If the merger is permitted, according to Duluth, the group of 
railroads involved will control 80 to 85 per cent of the valuable 
railroad properties in the northwest, and “it is impossible to 
conceive how, under such a condition, that the great northwest 
can hope to prosper and grow as it has in the past with this 
unlimited competition as between rail carriers.” 

Briefs in opposition to the applications were filed by the 
Fargo Chamber of Commerce and the Board of Railroad Com- 
missioners of Iowa and other Iowa interests. 


The Department of Public Works of the state of Wash- 
ington, intervener, in its brief, said it was its opinion that the 
law contemplated that only unifications that would effectively 
promote the public interest should be authorized by the Com- 
mission. 

“It is our firm conviction,” said the department, “that the 
proposed merger will be in violation of the law; that it will be 
injurious to the best interests of the state and to the people 
of the northwest. We believe that it will substitute a virtual 
monopoly for the existing highly desirable competitive situation 
from which the state will suffer for all time, both from the 
standpoint of service and of rates, and by reason of which its 
growth and development will be seriously retarded. Certain 
it is that the tendency will be in that direction. These convic- 
tions and apprehensions are believed to be well grounded. In 
any event no substantial public benefit arising from the merger 
has been shown which would justify the Commission in sub- 
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jecting the state of Washington and the northwest to the 
dangers resulting from the situation which would be created,” 

The Chicago, Milwaukee, St. Paul & Pacific, and the preg. 
ecessor company and its receivers, interveners, said in their 
brief, that the applicants had failed to meet the test laid down 
by the Commission that they must make a clear showing of 
public gain to accrue from the granting of their applications, 
and that the applications should be denied. 

“It is believed that the proposed merger will be prejudicia] 
to the Milwaukee,” said the interveners. “The issue, however, 
is not primarily one between the Milwaukee and the applicants, 
Injury to the Milwaukee will not afford a justification for denia] 
of the application except to the extent that the public interest 
may be adversely affected by the injury done to the Milwaukee, 

“On the other hand, even though the Commission should 
reach the conclusion that the Milwaukee’s apprehensions are 
groundless or have little, if any, substance—a conclusion it is 
believed would be unwarranted by the record—the applications 
must be denied if the merger proposed is contrary to the 
public interest in other important respects.” 

The Milwaukee interveners said the state commissions of 
Idaho, lowa, Minnesota, Nebraska, South Dakota, Washington 
and Wisconsin had intervened in opposition to the merger, and 
that the Oregon commission intervened in its favor. Various 
cities and civic organizations intervened in opposition and 
others in support of the applications, said the interveners. They 
said that at such important points as Seattle and Spokane, 
public sentiment was divided and that no official action was 
taken by the Chamber of Commerce of either. The Port of 
Seattle intervened in opposition. While the Greater St. Paul 
Committee of the St. Paul Association recorded approval of 
the plan, the city of St. Paul intervened in opposition, said the 
interveners, as did the city of Tacoma and the Port of Tacoma. 
Other than the Greater St. Paul Committee, said they, the most 
important commercial body to support the merger was the 
Portland Chamber of Commerce. 

Points developed in argument in the Milwaukee brief were 
the following: 

The existing community of interest between the Northern lines 
affords no justification for the merger, either considered by itself 
or inconnection with other facts, but bears only upon the ease of 
its accomplishment, if found to be in the public interest. 

Since the application, if granted, will result in a practical, al- 
though not a technical consolidation of the lines involved into a 
single system, it. may not be authorized, if inconsistent with the 
standards prescribed in paragraph 4 of section 5. 

The proposed merger is in direct conflict with the requirement 
of the transportation act for the creation of balanced systems. 

Competition will not be preserved as fully as possible; on the 
contrary, it will be eliminated to an unreasonable extent and a con- 
dition approaching monopoly created. 

The merger is not necessary to the maintenance of existing routes 
and channels of trade; on the contrary, its effect and tendency will 
be to destroy certain routes and channels of trade. 

The savings estimated to result from the merger are not a suffi- 
cient justification therefor. 

The other public benefits claimed for the merger afford no justi- 
fication therefor. 

The weight of informed public opinion is against the merger. 


In its brief, the Minneapolis, Anoka & Cayuga Range Rail- 
way Co. asserts that there is every reason in public policy and 
the equities of the situation which require the applicants to 
include that line in their unification plans upon terms which are 
just, reasonable and compensatory to the short. line. 

The unification plan calls for the inclusion of the short 
line on this basis: That all of the Cayuga Range road be 
abandoned except the industry and terminal tracks at Anoka, 
Minn., where flour milling interest tracks are located, and that 
the applicants pay to the short line the reproduction value of 
the property not abandoned. In addition, the applicants propose 
to pay to the short line the salvage value of the property pro- 
posed for abandonment. The Cayuga Range contends that the 
terms offered for its property are much less favorable than the 
offers made for the property of other short lines which the 
applicants propose to include in the unified system. 

The Commission has set the unification case for oral argu- 
ment on October 3 and 4. 


FINAL VALUATION REPORTS 


Valuation No. 2385, Virginian Railway Co. et al., opinion No. 
B-679, 141 I. C. C. 595-87, final value, for rate-making purposes, of 
property owned and used by the Virginian Railway Co. for common 
carried purposes found to be $50,400,000; of property used but not 
owned, $3,326,045; and of property owned by the Virginian Terminal 
Railway Co., leased to the Virginian Railway Co., $2,865,000, as of 
June 30, 1916. Protestants claimed a minimum value for the two 
properties of $75,000,000, exclusive of working capital. 

Valuation No. 938, Columbia, Newberry and Laurens Railroad Co., 
opinion No. B-680, 141 I. C. C. 688-718, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $1,807,000, and of property used but not owned, $3,375, as 
of June 30, 1918. 


P. & W. V. ACQUISITION OF WHEELING 


C. F. Taplin, general counsel for the Pittsburg & West Vir- 
ginia, has asked for a hearing on the company’s application 
for authority to acquire control of the Wheeling & Lake Erie 
which was filed some time ago. 
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MINIMUM RATES TO SOUTHEAST . 


The Traffic World Washington Bureau 


Official Classification lines are expected soon to file tariffs 
indicating the minimum rates to be used on traffic from their 
territory to Southern Classification territory in connection with 
the class rate structure prescribed in the southern class rate 
case. The tariffs will be substituted for the ones under sus- 
pension in I. and S. No. 3050. Instead of holding hearings on 
the issue created by that suspension, shippers and carriers have 
peen holding conferences on the matter with a view to com- 
promising the matter. The minimum rates in the suspended 
tariffs are higher than the ones to be offered as substitutes. 
For instance, in the suspended tariffs the Paducah, Ky., or some 
other remote gateway rate, from northern points, is proposed as 
the minimum to be observed at points in Virginia not far from 
Roanoke, Va., instead of the rate to a nearer gateway. 

The following is an outline of the basis to be used in mak- 
ing the tariffs to be proposed as substitute for the suspended 
ones: 


Doswell rates to apply to points in Groups 5, 6, 7-A, 7-B, 8-A, 
8-B and 9. 

Roanoke rates to Groups 9-A, 9-B, 10, 11, 11-A, 11-B, 12, 12-A and 
the Florida territory. 

Roanoke rates with Louisville as maximum to Groups 25 and 26. 

Cincinnati rates to Kentucky points not in numbered groups east 
of the line from Cincinnati through Georgetown, Lexington and Junc- 
tion City. 

Cincinnati or Roanoke rates, whichever are higher, with Louis- 
ville as maximum, to Groups 13, 138-A and 25-A. 

Cincinnati or Louisville rates, whichever are higher, to points 
not in numbered groups in Kentucky, west of the Cincinnati break, 
to points on or east of the line from Louisville, through West Point 
to Fordsville, and east of the line from Owensboro, through Central 
City, Adairsville, and points in Groups 14, 15, 15-A, 16, 17, 24 and 24-A. 

Henderson rates to a small group west of the Louisville line 
to a line on and east of the L. & N. R. R., from Henderson, through 
Atkinson, Nortonville and Guthrie to junction just north of the L. 
& N. R. R., branch into Nashville. 

Balance of the territory, Paducah rates; this would include the 
remainder of the unnumbered territory in Kentucky and Tennessee, 
and Groups 18, 18-A, 19, 20, 21, 21-A, 21-B, 22, 22-A, and 23. 


APPROVE SOUTHEASTERN RATES 


The Shippers’ Conference of Greater New York at a meet- 
ing called to discuss southeastern railroad rates, indorsed a 
resolution approving the proposals of the trunk line railroads 
in this case, after the situation had been explained by W. S. 
Curlett, of the Trunk Line Association. W. H. Chandler pre- 
sided. 

As the suspension of the tariffs expires August 15, the 
trunk lines desire to get the sentiment of the shippers in this 
section, so that if there is no opposition to the proposals of 
the roads they can proceed with an application to the Com- 
mission for permission to substitute their modified plan to take 
the place of the one now under suspension. The changes made 
are in accordance with suggestions from Central Freight, Illinois 
Freight and Southern Freight associations at recent meetings. 

“The troubles are not with the rates, but with the classifi- 
cations,” said Mr. Curlett. “Some day we hope to get rid of 
minimum rates. If the proposals should be found working a 
hardship on any of our public,” said Mr. Curlett, “we will cer- 
tainly give careful consideration to any suggestions for a 
change.” 

“What is the effect of minimum rates where there is no 
minimum?” asked Chairman Chandler. 

Mr. Curlett said they would be higher than C. F. A. gate- 
ways. 

The carriers propose to apply the new minimum rates on 
statutory notice or to give a longer time if desired, giving ample 
time should any shippers at the last moment want to protest 
the new minima to permit of any action the Commission may 
desire to take. 


COMMISSION ORDERS 


No. 14827, National Association of Upholstered Furniture 
Manufacturers vs. Ann Arbor et al., and cases grouped there- 
with. The several orders heretofore entered in these proceed- 
ings, which by their respective terms were to become effective 
July 8, 1928, have been amended to become effective July 14, 
1928. 

No. 15710, Spreckels Savage Tire Co. vs. Santa Fe et al. 
The order entered heretofore in this case, dated May 8, 1928, 
which by its terms is effective August 6, 1928, has been modi- 
fied so as to become effective August 21, 1928. 

No. 17385, Albert Silk Coal Co. et al. vs. Santa Fe et al. 
Petition on behalf of complainants and certain interveners for 
reconsideration, rehearing, and/or reargument in the matter 
of reparation, denied. 

’ No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. Brown Paper Mill 
Co., Intd., and Yellow Pine Paper Mill Co. permitted to inter- 
vene. 

No. 20993, Memphis Freight Bureau et al. vs. Arkansas 
et al. The Industrial Traffic League of Arkansas has been per- 
mitted to intervene. 

No. 20733, Abendroth Brothers et al. vs. Boston & Albany 
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et al. The Bassick Co., National Radiator Corp., the H. B. 
Smith Co. and the Waterbury Castings Co. permitted to inter- 
vene. 

No. 19977, R. E. Funsten Co. et al. vs. Santa Fe et al. 
Southland Pecan Co. permitted to intervene. 

No. 20782, Rock Island Chamber of Commerce Traffic Bu- 
reau et al. vs. Santa Fe et al. Traffic Bureau of Ottumwa 
Chamber of Commerce, Inc., permitted to intervene. 

Finance No. 3385, construction of extension by Cambria & 
Indiana. The time prescribed within which the Cambria & 
Indiana Railroad shall commence and complete the construction 
of the extension of its line of railroad therein authorized has 
been further extended to July 1, 1929, and Jun 30, 1930, re- 
spectively. 

Finance No. 2556, construction and operation of line by 
Jefferson Southwestern. The time prescribed within which the 
Jefferson Southwestern may complete the construction of the 
line therein authorized has been further extended to November 
1, 1928. 

Finance No. 3287, construction of line by North & South 
Railway. The time prescribed within which the North & South 
shall complete the construction of its proposed railroad has 
been extended to December 31, 1930. 

No. 19191, Birch Valley Lumber Co. vs. Stroud Creek & 
Muddlety et al. The order entered in this proceeding on May 
29, 1928, which was by its terms made effective August 15, 
1928, on 30 days’ notice, has been set aside until the further 
order of the Commission. 

No. 21061, I. Addison et al. vs. Aberdeen & Rockfish et al. 
The Florida East Coast has been dismissed as a party defendant. 


PETITIONS FOR REHEARING, ETC. 


No. 19672, The Robinson Ransbottom Pottery Co. vs. Penn- 
sylvania. Complainant asks rehearing. 

No. 18826, Federal Compress & Warehouse Co. et al. vs. 
Alabama Great Southern et al. Complainants ask rehearing. 

No. 17004, Chemical Lime Co. et al. vs. Bellefonte Central 
et al., and No. 17217, George C. Meyer et al. vs. Bellefonte Cen- 
tral et al. Complainants ask for reconsideration of Commis- 
sion’s order of May 8, 1928, denying their petition for reconsid- 
eration and for reargument upon issue of reasonableness of 
rates during statutory period and upon complainants’ right to 
an award of reparation. 

No. 18403, San Angelo Cotton Oil Co. et al. vs. Arizona 
Eastern et al. Complainants ask Commission to reconsider de- 
cision of division 3 dismissing this complaint and finding the 
rate applicable not to have been unreasonable. 

No. 16747 (Sub. 2), Atwood-Davis Sand Co. et al. vs. Chi- 
cago & North Western et al. and No. 17469, Wisconsin Lime 
and Cement Co. vs. Chicago & North Western. Complainants 
and interveners have filed second petition herein for reargu- 
ment and reconsideration. 

No. 17427, American Sugar Refining Co. vs. Atlantic Coast 
Line et al. W. S. Curlett, in the name of and on behalf of 
carriers shown as parties to this proceeding, has ‘asked for 
the postponement of order therein from August 10, 1928, on 
30 days’ notice to the effective date of the order of the Com- 
mission in No. 13569, Southeastern Sugar Investigation, i. e., 
August 30, 1928, on thirty days’ notice. 

No. 19191, the Birch Valley Lumber Co. vs. Strouds Creek 
& Muddlety et al. Defendants have asked for reconsideration 
and reargument before entire Commission, and for postpone- 
ment of effective date of order. 

No. 17490, Fred C. Mansfield Co. vs. Northwestern et al. 
Complainant has filed supplemental petition for rehearing or 
further reconsideration and oral argument. 

No. 15886 (and Sub. 1), the Barrett Co. vs. Santa Fe et al. 
St. Louis Southwestern, St. Louis-San Francisco and Missouri 
Pacific ask for reconsideration and amendment of report of 
Commission. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 6955, authorizing the acquisi- 
tion by the Chesapeake & Potomac Telephone Co. of Virginia of the 
properties of the Botetourt Telephone Co., approved. 

Report and order in F. D. No. 6964, authorizing the Chicago, 
Attica & Southern R. R. Co. (1) to issue and reissue from time to 
time within a period of two years from July 1, 1928, not exceeding 
$10,000 of promissory notes and (2) to pledge and repledge within 
that period $44,000 of first refunding mortgage bonds as collateral 
security for the notes, all for the purpose of procurimg funds for 
applicant’s corporate purposes. 

Report, certificate and order in F. D. Nos. 6728, and 6729, (1) 
authorizing the San Luis Valley Southern Ry. Co. to acquire and 
operate a line of railroad in Costilla county, Colo.; and (2) author- 
izing the San Luis Valley Southern Ry. Co. to issue $44,550 of com- 
mon stock in payment for the property to be acquired, ap- 
proved. 

Report and certificate in F. D. No. 6944, authorizing the acquisi- 
tion by the Mountaian States Telephone & Telegraph Co. of the 
properties of the Pioneer Telephone Co., approved. 

Report and certificate in F. D. No. 6799, authorizing the St. Louis- 
San Francisco Ry. Co. to acquire and operate the lines of railroad 
of the Kansas City, Fort Scott & Memphis Ry. Co., the Kansas, 
Memphis & Birmingham R. R. Co., the Kansas City, Clinton & Spring- 
field Ry. Co., and the Kansas City & Memphis Ry. & Bridge Co., 
approved; Commissioner Eastman dissenting. 

Report and certificate in F. D. No. 6847, authorizing the Chicago, 
Burlington & Quincy R. R. Co. to acquire and operate a line of rail- 
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road and terminal facilities in Leavenworth county, Kan., approved; 
Commissioner Eastman dissenting. 

Report, certificate and order in F. D. Nos. 6764 and 6762, (1) 
authorizing the Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. 
to operate over certain tracks and terminal facilities of the Louis- 
ville & Jeffersonville Bridg: & Railroad Co. in Louisville, Jefferson 
county, Ky., and Jeffersonville, Clark county, Ind.; (2) authorizing 
the Chesapeake & Ohio Ry. Co. (a) to acquire and operate the so- 
ealled Chesapeake & Ohio viaduct and certaian other property of 
the Louisville & Jeffersonville Bridge & Railroad Co., and (b) to 
operate over a portion of the railroad and terminal facilities of that 
company, all in Louisville, Jefferson county, Ky.; (2) authorizing the 
acquisition by the Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. 
of further control of the Louisville & Jeffersonville Bridge & Railroad 
Co. by purchase of additional capital stock; and (4) authorizing the 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co. to assume obliga- 
tion and liability in respect of $4,500,000, principal amount, of 4 per 
cent first-mortgage gold bonds of the Louisville & Jeffersonville 
Bridge & Railroad Co., approved. 

Report and order in F. D. No. 6935, authorizing the New York 
Central R. R. Co. to issue $42,158,300 of capital stock consisting of 
421,583 shares of the par value of $100 each, said stock to be sold to 
the applicant’s stockholders at not less than par and the proceeds 
applied in payment of maturing bonds, approved. 

Report and certificate in F. D. No. 6894, authorizing the Chesa- 
peake Western Ry. to abandon that portion of its line between Mount 
Solon and North River Gap, Augusta county, Va. (extending from 
Mount Solon through Stokesville to the end of the line at North 
River Gap, 4.83 miles), approved. 


FINANCE APPLICATIONS 


Finance No. 7004. James A. Cannon, as receiver of White River 
Railroad Co. asks authority to issue $160,000 of receiver’s certificates 
to repair damage done by floods. 

Finance No. 7005. Central Railroad Company of New Jersey asks 
authority to acquire the capital stock of the Hibernia Mine Railroad 
Co., the railroad of which extends from Hibernia Mine to a point 
near Rockaway, N. J., a distance of 4.28 miles. The line has been 
operated by applicant under lease since 1891, which will expire Octo- 
ber 1, 1930. Subject to approval of the Board of Public Utility Com- 
missioners of New Jersey and the Commission, applicant has bought 
1,707 shares of the Hibernia at $60 a share. The Hibernia has 2,000 
shares outstanding, par value $100 a share. 

Finance No. 7006. Joint petition of Southern Bell Telephone & 
Telegraph Co. and the Homestead Telephone Co. for approval of 
purchase by former of property of latter in Florida. ‘ 

Finance No. 6997. The Alabama & Western Florida Railroad Co. 
asks authority to issue $500,000 of capital stock to cover a_ like 
amount of stock already authorized by the state of Florida and for 
other purposes. ; 

Finance No. 6998. Pennsylvania Railroad Co. asks authority to 
issue and sell 350.000 shares of capital stock of aggregate par value 
of $17,500,000 to its officers and employes and officers and employes 
of its subsidiary companies, at a price of $50 a share. ’ 

Finance No. 6999. Bonlee & Western Railway Co. asks authority 
to abandon its line of railroad from Bonlee to Bennett, N. C., a dis- 
tance of about 10 miles. slags 

Finance No. 4360. Southern Railway petitions Commission for 
order authorizing suspension of operation of its line from Morristown 
to Corryton, Tenn., a rehearing and that a final order be entered 
authorizing abandonment. 

Finance No. 7007. The Imperial Railroad Co. asks auihority ta 
construct a line of railroad in Mississippi and Alabama. It proposes 
to construct a line from a junction with the main line of the Gulf 
& Ship Island at a point at or near Mendenhall, Miss., to Zama via 
Carthage, from Zama to Canton and from Canton to Birmingham, 
Ala., embracing approximately 150 miles of line. Applicant said the 
general plan for financing the proposition was ‘‘to take the existing 
lumber companies’ railroads in as stock, and the land and timber 
companies, to take stock, and besides quite a number will take stock, 
also expecting some donation, and expect to derive benefit from the 
amount of substantial standing timber, and to borrow money on 
the existing railroads, also expect help from the G. M. &.N. Rail- 
road. If forced to, will sell.’’ 

Finance No. 7000. City of Miami, Fla., asks authority to build 
a line of railroad a trifle over a half a mile in length in Miami 
between wharves and docks owned by the city to a connection with 
a proposed new track to be constructed by the Seaboard Air Line. 
Applicant said the wharves and docks were served now only by the 
Florida East Coast and that construction of the proposed line would 
relieve congestion and afford additional and competitie rail trans- 
portation service. 

Finance No. 7001. W. H. Bremner, as receiver of the Minne- 
apolis & St. Louis, asks authority to issue $200,000 of receiver's cer- 
tificates of indebetedness in renewal of an obligation of like amount 
now outstanding. 

Finance No. 7002, the Yazoo & Mississippi Valley asks authority 
to abandon its Moores branch line extending from Lamont to Moores, 
Miss., a little over 4 miles long. Applicant said the line had outlived 
its usefulness. 

Finance Nos. 5202 and 5838. Supplemental applications of Sea- 
board Air Line Railway Co. for authority to amend leases with 
Brooksville and Iverness Railway and with Naples, Seaboard and 
Gulf Railway Co. 

Finance No. 7008. Chicago & North Western Railway Co. asks 
authority to procure authentication and delivery of $28,456,000 of 4% 
per cent first and refunding mortgage gold bonds to reimburse its 
treasury in part for monies expended in 1926 and 1927, in the acquisi- 
tion and construction of additions, betterments and improvements. 
The applicant does not propose to sell the bonds at this time. 

Finance No. 7009. Baltimore & Ohio Railroad Co. asks authority to 
abandon about 16 miles of its Millersburg branch between a point 
near South Wooster, O., and Millersburg, O. Applicant says earn- 
ings of the branch have not been and are not now sufficient to meet 
the expense of maintenance and operation, and that there is no 
prospect of commercial, industrial, or agricultural developments to 
justify expense of retaining it and that the territory traversed is 
well served by other railroads and motor bus lines. 

Finance No. 7010. Joint application of Southern Pacific Co. and 
Visalia Electric Railroad Co. for authority for the Southern Pacific 
to acquire control by lease of the railroad and appurtenances of the 
Chowchilla branch of the Visalia under paragraph 2 of section 5 of 
the interstate commerce act. The line extends from a point in Chow- 
chilla, Calif., a distance of about 10 miles. 





CONSTRUCTIVE STATION CASE 


The Commission has been advised that there will be no 
rebuttal testimony in I. and S. No. 3100, constructive stations 
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and trucking in lieu of lighterage in New York City, and No, 
19715, the Commission’s inquiry into constructive and off-track 
railroad freight stations on Manhattan Island. 


Briefs are due in that case on August 15. The testimony 
covers the whole subject of deliveries of freight by railroads 
by means other than railroad cars, in the metropolitan area, 
Questions therein have a bearing on like services in St. Louis 
and other cities and an alleged bearing on the efforts the South- 
west Missouri electric line is making to obtain some of the 
ore tonnage in the Picher, Mo., district by means of trucks 
operating to and from constructive stations in the ore field. 
The Commission, thus far, has thwarted its efforts in that 
direction. The question is again in the courts. 

Broadly speaking, the railroads, in the metropolitan area, 
are trying to prevent spread of the constructive station serv- 
ice. They profess to fear that the logical outcome of it is 
store-door delivery. They believe that to be a service too ex. 
pensive for them to perform. Their tariffs, under suspension 
in I. and S. No. 3100, propose to curtail the trucking services 
they have been rendering to constructive stations and in lieu 
of lighterage. 


RATES ON FIBER CANS, ETC. 


Further hearing as to rates on fiber cans, carload, in I. and 
S. 2821, general cancellation of less-carload commodity rates, 
and cancellation of certain carload commodity rates in I. F. A.,, 
W. T. L. and C. F. A. territories, was held at Chicago before 
Examiner Disque July 9. 


H. C. Phillips explained that the Iowa Can Company, Keo- 
kuk, Ia., for which he was appearing, manufactured fiber cans 
for which there was little market except in large centers of 
population. The commodity was a light and bulky article, he 
said, and the transportation cost was an important element in 
ability to compete with other manufacturers. In its order in 
the proceeding, following the original hearing, the Commission 
had made no mention of fiber cans, according to him, but the 
carriers had included it under the paper and paper articles 
heading, despite the fact that the Commission had not placed 
it there in any of its findings or in its definition of what should 
come under that general heading. He introduced exhibits 
making comparisons between the ton-mile and car-mile earn- 
ings produced by the existing rates as compared with rates on 
competing containers and other articles in support of the rea- 
sonableness of the rates the carriers wished to increase, and 
made comparisons between the rates from Keokuk on the article 
in question and rates from other producing points. In the gen- 
eral revision of the commodity rates the carriers did not pro- 
pose to cancel the rates of any of the competing producers in 
W. T. L. territory, nor, with a few minor exceptions, in Illinois, 
according to him. In particular, he called attention to the fact 
that commodity rates were left in effect from Joliet, Ill. The 
rate from there to St. Louis, for 272 miles, was 43% cents, he 
said, as against the same rate from Keokuk to St. Louis, for 
171 miles, which the carriers proposed to increase. The points 
to which the suspended rates applied, in which he was inter- 
ested, were Chicago, St. Louis, East St. Louis and Springfield, 
Ill. The classification basis, which the carriers proposed to 
substitute for the commodity rates, was second class. He said 
that the rates should be on the third class level, with an ap- 
Plicable minimum of 10,000 pounds. 


E. C. Wilmore, traffic manager, Sefton Manufacturing Cor- 
poration, testified in behalf of the Sefton National Fibre Can 
Company, St. Louis, a subsidiary of the former. He said that 
certain rates from St. Louis would be increased by the pro- 
posals and asked that they be not allowed. His company was 
not in the fiber can business at the time of the former hearing, 
he said. He subscribed to the testimony of Mr. Phillips. 


Henry Christianson, of the Burlington, said the carriers 
would stand on the record made at the original hearing as to 
the reasonableness of the proposed rates. It was his opinion, 
and that of the other carrier representatives present, that the 
failure to include the rates from Joliet in the proposal for 
elimination of commodity rates was an oversight. That situa- 
tion would be corrected, he said. It was not the intention of 
the carriers to give Keokuk manufacturers any different treat- 
ment than was accorded at other points, he said. 





BOSTON HEARING BROADENED 

The Commission has broadened the scope of No. 18715, 
Baltimore Chamber of Commerce vs. Ann Arbor et al., so that 
at the further hearing in Boston July 16, it will embrace evi- 
dence with respect to the ex-lake grain rates adjustment from 
Buffalo and other Lake Erie ports to north Atlantic ports, and 
also evidence showing terminal costs on commodities other 
than grain and coal at Philadelphia and a proper rate relation- 
ship of Philadelphia to other Atlantic ports on such traffic. 
This broadening was on petitions of the Millers’ Traffic Com- 
ron ge aes Corn Exchange, of Buffalo, the Philadelphia Bourse, 
and others. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West yom > haw St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





, "REGULATION OF COMMON CARRIERS 


(Supreme Court of Pennsylvania.) Where coal company 
shipped coal by rail, paying full rates under tariff providing 
that, “Upon evidence satisfactory” to railroad, that coal shipped 
had been placed on United States naval vessels, a certain allow- 
ance out of the rate paid would be made, held, in shipper’s action 
to recover such allowance, that there could be no recovery, in 
absence of averment and proof that railroad was satisfied that 
coal had been placed on vessels, or that its dissatisfaction was 
arbitrary or capricious——Campbell Coal & Coke Co. vs. Penn- 
sylvania R. Co., 142 Atl. Rep. 210. 

(Supreme Court of Michigan.) Since Pub. Acts 1921, No. 46, 
sec. 4, making it crime to sell motor vehicle without complying 
with Pub. Acts 1923, No. 16, sec. 3, requiring delivery of cer- 
tificate of title and of registration at time of sale, does not 
expressly provide that sale or transfer without such compliance 
shall be void or fraudulent, for courts to add such penalty it 
must clearly appear from statute that Legislature so intended.— 
Endres vs. Mara-Rickenbacker Co. et al., 219 N. W. Rep. 719. 

In view of purpose and language of Pub. Acts. 1921, No. 46, 
sec. 4, making it crime to sell car without delivering certificate of 
title and registration as required by Pub. Acts 1923, No. 16, 
sec. 3, a sale or transfer in violation of such statute is void.— 
Ibid. 

(Supreme Court of Montana.) Complaint in intervention in 
action for damages for alleged conversion, alleging ownership 
of automobile sought to-be recovered, held not insufficient for 
failure to allege or show affirmative compliance with laws 1925, 
c. 113; statute being intended solely as police regulation, and 
not established as exclusive method to transfer title to an 
automobile.—Bond Lumber Co. vs. Timmons (Milk River Motor 
Co.), 267 Pac. Rep. 802. 





Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
‘Teeten, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Appellate Court of Indiana, in Banc.) Shipment from 
Patoka, Ind., to Cincinnati, O., was one in “interstate commerce,” 
and action for damages occurring on line of connection carrier 
brought against initial carrier was governed by federal act to 
regulate commerce and Carmack amendment (49 USCA, sec. 
20 (11, 12); Comp. St., secs. 8604a, 8604aa), and subsequent 
amendments thereto, and not by Indiana shippers’ act (Burns’ 
Ann. St. 1926, sec. 4699).—Bruner vs. Chicago & E. I. Ry. Co., 
161 N. E. Rep. 680. 

Under Carmack amendment and subsequent amendments 
to federal act to regulate commerce, sec. 20 (49 USCA, sec. 
20 (11); U. S. Comp. St., sec. 8604a), any action against initial 
carrier for damages to interstate shipment must be by lawful 
holder of receipt or bill of lading.—Ibid. 

Under Carmack amendment and subsequent amendments to 
federal act to regulate commerce, sec. 20 (49 USCA, sec. 20 
(11); U. S. Comp. St., sec. 8604a), party suing initial carrier 
for damages to interstate shipment has burden to establish 
that he was lawful holder of bill of lading at time of injury to 
shipment.—Ibid. 

Regardless of ownership of interstate shipment when de- 
livered to carrier, in absence of express contract retaining title 
in shipper, title vests on delivery to carrier in consignee, who 
alone has right of action for injury thereto, under Carmack 
amendment and subsequent amendments to federal act to 
regulate commerce, sec. 20 (49 USCA, sec. 20 (11); U. S. Comp. 
St., sec. 8604a).—Ibid. 

In action for damages to interstate shipment, where find- 
ings of fact showed that initial carrier received property from 
Plaintiff, and that it was consigned to firm in another state, and 
were silent as to ownership of property thereafter, law presumes 
that title vested in consignee, which was lawful holder of bill 
of lading, and, under Carmack amendment and subsequent 
amendments to federal act to regulate commerce, sec. 20 (49 
USCA, sec. 20 (11); U. S. Comp. St., sec. 8604a), had right to 
sue for damages to shipments.—Ibid. 

Where findings were that interstate shipper delivered prop- 
erty to initial carrier, and that it was consigned to firm in 
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another state, and were silent as to ownership of property there- 
after, presumption is that title vested in consignee, and, in 
absence of finding that shipper had title at time of damage to 
shipment, he had, under Carmack amendment and subsequent 
amendments to federal act to regulate commerce, sec. 20 (49 
USCA, sec. 20 (11); U. S. Comp. St., sec. 8604a), no right of 
actions for damages.—lIbid. 
CARRIAGE OF LIVE STOCK 


(St. Louis Court of Appeals, Missouri.) In action against 
carrier for damages to carload of horses and mules, in which 
carrier pleaded that injuries resulted from natural propensities 
of animals and plaintiff’s fault in overloading car, permitting 
plaintiffs to cross-examine carrier’s freight clerk, who had testi- 
field that animals were kicking and stamping when he sealed 
car, as to whether he informed plaintiffs of such fact and as 
to his alleged statement, two days later, to one of plaintiffs 
respecting wreck involving such car, held not reversible error. 
—Morrow et al. vs. Wabash Ry. Co., 6 S. W. Rep. (2d) 628. 

Carrier, having received car of horses and mules, was 
charged with common-law duty of delivering them or explaining 
why it had not been done by showing that failure to deliver 
in good condition was due to act of God, public enemy, inherent 
nature of animals, fault of shipper, or some other cause against 
which it might lawfully contract.—Ibid. 

Shippers, having made a prima facie case against carrier 
for damages to carload of horses and mules shipped, held en- 
titled to have jury pass on question of carrier’s liability.—Ibid. 

Filing of action for damages to carload of horses and mules 
within six months from accrual of damages held sufficient com- 
pliance with requirement of shipping contract that claims for 
loss, damage, or injury to live stock must be made in writing 
to carrier within six months after delivery of live stock.—Ibid. 


LOS ANGELES PASSENGER STATION 


The city of Los Angeles, July 12, asked for a writ of man- 
damus in the Supreme Court of the District of Columbia direct- 
ing the Commission to issue an order requiring the railroads 
concerned to construct the long-planned union passenger station 
in that city which the Commission said, in 100 I. C. C. 421, was 
required. Los Angeles asserts that, when the Commission re- 
fused to issue an order, on the ground that it was without 
jurisdiction to do so, it was mistaken in law. Los Angeles 
claims the Commission has power and authority to issue such 
an order and asks the local court so to direct. Hearing is to 
be had August 6. 


FEDERAL CONTROL CASE 


The government, through the Department of Justice, is 
opposing review by the Supreme Court of the United States 
of a decision of the Court of Claims against the Nevada-Cali- 
fornia-Oregon Railway Company. 

“The guestion presented in the case is whether in a suit 
under the federal control act to recover compensation from the 
United States for the use of a railroad, alleged to have been 
taken under federal control, the report of the board of referees, 
which merely made findings on operating deficits and under- 
maintenance, furnished a basis to the Court of Claims for 
determining just compensation,” says the department in a state- 
ment relative to the filing of a brief in the Supreme Court 
opposing the granting of the railroad’s petition for review. 
Continuing, it said: 


It appears that between the dates of December 28, 1917, and 
June 30, 1918, the petitioner railroad was operated from Hackstaff, 
Calif., to Lakeview, Ore., connecting with the Southern Pacific at 
Wendel, Calif., and the Western Pacific at Hackstaff. During the 
period in question the petitioner railroad received from the Director 
General of Railroads certain letters, circulars, questionnaires, etc., 
some of which were complied with by the petitioner, and on June 29, 
1918, the Director General informed petitioner company that its rail- 
road was relinquished from federal control. The board of referees 
of the Interstate Commerce Commission found on investigation, that 
the operation of the railroad had resulted in a net railway operating 
deficit of $26,305 and $14,546 on account of undermaintenance. The 
Court of Claims, however, decided that there was no “proof that 
any order of the Director General or its observance added anything 
to the company’s loss, or that the alleged undermaintenance was in- 
duced or affected by his orders.” 

In the brief filed by the Department of Justice in opposition to 
a review of this case by the Supreme Court, the contention is made 
that the judgment of the Court of Claims, which negatived the sug- 
gestion that the deficit and undermaintenance resulted from federal 
control is a correct judgment, and that the petition does not, in the 
= of the department, deserve consideration and should be 

enied. 


ILLINOIS COAL RATES 


In 32-page opinion in a case brought by the Santa Fe Rail- 
road and other carriers engaged in hauling coal from sou‘%ern 
Illinois mines to Chicago, Judge Franklin H. Boggs, Circuit 
Court of Champagne County (Ill.), declined to set aside an 
order of the Illinois commission reducing rates five cents a 
ton from the southern Illinois fields to Chicago. The order of 
the Illinois commission was made following a cooperative hear- 
ing with the Interstate Commerce Commission in the Illinois 
and Indiana coal cases (128 I. C. C. 265), on a complaint brought 
































































































































































































by the Illinois Coal Traffic Bureau. The Interstate Commerce 
Commission, in that proceeding, ordered reductions from Indi- 
ana mines to Chicago and increases from Kentucky mines, but 
did not order any changes in the rates from the Illinois fields 
via the interstate routes to the Chicago district. 

Six points were urged by the railroads as grounds for set- 
ting aside the order of the state commission, according to the 
opinion. The two principal grounds were “that the order of 
the commission, if the record itself be examined, is without 
substantial foundation in the evidence that the overwhelming 
weight of the evidence proves, as the Interstate Commission 
found on the same record, that the rates assailed are not un- 
just or unreasonable,” and “inasmuch as _ the _ Interstate 
Commerce Commission found not unreasonable on this record 
the rates from these Illinois mining groups to Chicago, when 
applied via interstate routes and to destinations in the Chicago 
switching district in Indiana, and inasmuch as there was no 
evidence of record showing that there is any justification for 
a lower level of intrastate than interstate rates, the Illinois 
commission has no power to fix intrastate rates from these 
same mines in Illinois to Chicago on any lower level than that 
which the interstate Commission had found to be fair for 
interstate shipments from the same mines to the same des- 
tinations.” 

With reference to the reasonableness or unreasonableness 
of the rates prescribed by the state commission, the court took 
the view that “it is not intended that the courts should assume 
the duties of the commission and try anew matters within its 
jurisdiction, and if from any reasonable view of the evidence 
the commission’s order rests on a reasonable and substantial 
basis and does not infringe any of the constitutional rights of 
the parties it should be sustained.” Following a digest of the 
evidence as to unreasonableness, Judge Boggs declared that 
“there was substantial evidence, not merely a scintilla of evi- 
dence, to support the ultimate findings and order of said com- 
mission.” 


With reference to the second of the two above propositions 
on which the railroads relied, the opinion said: “The com- 
plaints filed with the Interstate Commerce Commission did not 
charge that the Illinois intrastate coal rates were unjustly dis- 
criminatory as against competitive shipments of coal in inter- 
state commerce, and that question was not before said Inter- 
state Commission. The complaint filed by appellees before 
the Illinois commerce commission gave that body the right 
only to consider the reasonableness or lawfulness of the intra- 
state rates.” 


It was held by counsel for the railroads that to allow 
the rates prescribed by the state commission would result in 
discrimination against interstate traffic. It was the opinion of 
the court that the determination of the fact as to whether 
such discrimination existed as the result of a rate established 
by a state commission was primarily one for the interstate 
Commission to determine and that the court could not “pre- 
sume” any such state of facts. “The Interstate Commerce Com- 
mission did not purport to determine whether or not the lower- 
ing of said intrastate rates was an unlawful discrimination 
against the interstate rates from competing territory. This is 
a matter that must be determined by that body, and not by 
the courts. The presumptions are all in favor of the validity 
of the order,” he concluded, “and the burden is upon those 
attacking the same to show its unreasonableness or unlawful- 
ness.” 


LOREE DIRECTORSHIP INQUIRY 


Among the documents put in the record in the Commission’s 
inquiry into the holding of multiple directorship by L. F. Loree 
(See Traffic World, July 7, p. 32) were a letter from Commis- 
sioner Meyer to Mr. Loree inquiring as to Mr. Loree’s pur- 
chases and sales of stock, while he was a director of the St. 
Louis Southwestern, of the Kansas City Southern, Missouri- 
Kansas-Texas and the St. Louis Southwestern, and Mr. Loree’s 
answer thereto. The Meyer letter, dated May 1, follows: 


In connection with the above-entitled proceedings the Commis- 
sion, division 4, requests you to please furnish the following informa- 
tion within ten days: A statement showing all purchases and sales 
made by you, directly or indirectly, while a director of the St. Louis 
Southwestern Railway Company in the stock of the Kansas City 
Southern Railway Company, Missouri-Kansas-Texas Railroad Com- 
pany, and St. Louis Southwestern Railway Company; the names of 
the brokers acting for you in connection with the said transactions, 
the price, amounts, and dates of the said purchases and sales. 


The Loree letter, dated May 8, follows: 


1. The first purchase made by the Kansas City Southern Railway 
Company of stock of the St. Louis Southwestern Railway Company 
was on October 14, 1925. At that time I owned no stock of the 
St. Louis Southwestern Railway Company. Since that date I 
purchased— 

(a) On April 30, 1927, through Ladenburg, Thalmann and Com- 
pany, 100 shares of preferred stock at 85%, for $8,595, for which they 
an tone me the customary brokerage fees of $20. This stock I 
s old. 

(b) On May 2, 1927, I purchased 10 shares of common stock of 
the St. Louis Southwestern Railway Company for $726.80 from Mr. 
Winslow S. Pierce. On August 15, 1927, I sold these 10 shares through 
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Ladenburg, Thalmann and Company, at 79%, for $798.75, against 
which they made the customary brokerage charge of $2.40. 

(c) I am advised that when the preferred stock of the St. Louis 
Southwestern Railway Company, purchased from the Chicago, Rock 
Island and Pacific Railway Company, was received, it included 1) 
shares standing in my name which the Rock Island people appar. 
ently had had so registered on or about November 1, 1925, in order to 
qualify me as a director. This stock was transferred out of my 
name on or about May 6, 1927. j 

2. On November 6, 1924, I purchased, through Kuhn, Loeb ang 
Company, 11,950 shares of common stock of the Missouri-Kansas. 
Texas Railroad Company, at 19.68 per share, costing $235,176, ang 
on November 7, 1924, I purchased, through the same firm, 2,050 shares 
of common stock at 21.25, costing $43,562.50. The total ‘cost, includ. 
ing brokerage commissions and interest, of all such shares was 
$285,872.14. 

On December 3, 1924, I sold, through the same firm, 4,000 shares 
of such stock at 28.06 per share, netting $111,480; on December 5, 
1924, 2,000 shares at 32.375; on December 6, 1924, 6,000 shares, at 32.2): 
and on December 8, 1924, 2,000 shares at 31.375; all for January deli- 
very at seller’s option. 

On January 7, 1925, 6,000 of said shares were delivered and paid 
for, netting $192,360, and on January 8, 1925, 4,000 of said shares were 
delivered and paid for, netting $126,740. 

I am advised that the Kansas City Southern Railway Company 
placed in my name, to qualify me as a director, 500 shares of the 
common stock of the Missouri-Kansas-Texas Railroad Company, 
which stock is the property of the Kansas City Southern Railway 
Company. 

3. In October, 1924, I took an interest in an account with Laden- 
burg, Thalmann and Company, my share of which, purchased between 
October 14, 1924, and November 6, 1924, was 5,000 shares of common 
stock of the Kansas City Southern Railway Company, the net cost 
of which was $121,069.38. Two thousand five hundred shares were sold, 
through Ladenburg, Thalmann and Company, on November 4, 1923, 
netting, less commissions, $102,540.75; and, on December 7, 1925, the 
remaining 2,500 shares were sold, netting, less commissions $102,700.26, 

I am advised that the Kansas City Southern Railway Company 
has placed in my name, to qualify me as a director, 5 shares of the 
common stock of that company, but these shares are the property of 
the Kansas City Southern Railway Company. 


RATES ON PECANS 


Hearing in docket 19977, R. E. Funsten Company and others 
against the Santa Fe and others, began at Chicago before 
Examiner Disque, July 12. It was expected it would end July 
13. The case attacks as unreasonable rates on pecans in the 
shell, carload, from points in Oklahoma, Texas, Louisiana and 
Mississipp to St. Louis and Chicago. The rates are at present 
on a commodity basis, which the complainants consider too 
high, as compared to rates on other traffic from the southwest. 

A similar complaint was brought by the Funsten company 
in 1925 and was denied by the Commission. Changes in com- 
mercial and transportation conditions, reduced market prices, 
and changed relative values were given as grounds on which 
the new complaint was based. 


According to testimony of the complainant witnesses, the 
market value of the nuts has fallen materially in recent years. 
The result has been that the freight rate has become an increas- 
ingly important factor in the ability of those engaged in the 
business to show a profit. The nuts comprising the shipments 
were said to be almost entirely of the wild variety and to have 
a value, at the present time, in the neighborhood of 10 cents a 
pound. According to the testimony, complainants made their 
purchases. F. O. B. shipping’ point and paid and bore all freight 
charges. Numerous comparisons were made between the rates 
on pecans as against those applied to peanuts and other com- 
modities, for the purpose of showing that the earnings pro- 
duced by the former were greater than was produced by the 
other traffic. 


According to Mathia F. Perz, the earnings on the pecan 
traffic are greater than on any other traffic of considerable 
volume from the southwest which takes commodity rates. 


Other complainant witnesses were: Alex Woldert, president, 
Alex Woldert Company, Tyler, Tex.; Mrs. C. A. Coari, president, 
D. Calamari Company, Chicago; M. J. Riedl, traffic manager, 
United Fig and Date Company, Chicago, and Melville William- 
son, secretary, R. E. Funsten Company, St. Louis. 


Two carrier witnesses, Phil G. Safford, assistant general 
freight agent, St. L. & S. W., and H. P. Norden, assistant 
general freight agent, Frisco, had testified up to noon July 13. 

Mr. Safford called particular attention to ‘“accessorial” 
services. He said concentration privileges and transit priv- 
ileges were uniformly granted. Under the concentration priv- 
ileges, the shipper got a refund of 75 per cent of the local 
inbound rate into the concentration point, he said, and under 
transit, storage in warehouses or other stopping privileges were 
accorded at a charge of $6.30 a car with no increase of the 
freight rate from original point of shipment to ultimate destina- 
tion. He introduced numerous exhibits to show that the rates 
and earnings on the pecan traffic did not compare unfavorably 
with those in connection with other traffic and comparing the 
present pecan rates with the fourth class rates prescribed by 
the Commission in the consolidated southwestern cases. 

According to Mr. Norden, the Commission said the fourth 
class rates prescribed in the consolidated southwestern cases 
should apply to a large number of commodities now taking com- 
modity rates, and that in the opinion of the carriers pecans 
should take the class rate. 
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Rates 


Thirty-fourth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


The Southeast Rate Structure—Part Ill 


The two preceding articles have outlined the development 
of the freight rate structure prior to the decision of the Com- 
mission in the southern class rate investigation, and the high 
lights of its recommendations in its first decision in that case.’ 
Supplementary decisions in that case have tended to modify 
the original order of the Commission with respect to both the 
intraterritorial rates in the south and the interterritorial rates 
between the south and Trunk Line, New England, and Central 
Freight Association territories. It is the purpose of this and 
the next succeeding article to outline the present intraterri- 
torial and interterritorial rate structures in the south. 


Present Intraterritorial Rates 


Interstate class rates applicable in connection with traffic 
moving between points in southern territory are now estab- 


Table No. 1 





CLASS RELATIONSHIPS, SOUTHERN TERRITORY 
CLASSES SOUTHERN CLASSIFICATION 
PERCENTAGE OF FIRST CLASS RATES 


2 3 4 5 6 
Proposed by carriers......... 100% 86% T6% 64% 52% 413% 
Proposed by Southern Traffic 
pistes cacan aime ean oks 100% 85% 70% 55% 45% 40% 


COMRMMSMON § cocvccvereevs 100% 85% 72% 61% 52% 44% 


Prescribed by the Interstate 
Commerce Commission in 


Docket No. 13494......... 100% 85% 70% 55% 45% 40% 
A B ¢ D 
Proposed by carriers......... 35% 40% 27% 24% 
Proposed by Southern Traffic 
OO OO eer 0% 35% 25% 22.5% 
Proposed by the Tennessee 
COMMIRINTION  . vcccdcccsecs 31% 37% 26% 22% 
8 9 10 11 12 


Prescribed by the Interstate 
Commerce Commission in 


Docket No. 13494......... 35% 30% 25% 17.5% 


22.5% 20% 





lished on the basis of mileage or distance scales observed 
throughout the territory as maxima. The original order of 
the Commission in 1925, as supplemented and amended by the 
orders of 1926 and 1927,? ordered interstate class rates between 
points wholly within southern territory placed on a basis not 
higher than the normal basis provided for the distances be- 
tween the points by a distance scale. This master or maximum 
class rate scale was constructed by the Commission in 1925 
and revised in 1927.2 Rates are graded up by mileage blocks 
to 1,500 miles. Beyond this distance the rates are the same 
for all distances. This scale, therefore, takes care of all class 
rate traffic moving within the south. It is a graded distance 
scale, the progression in cents per hundred pounds ranging 
upward by 5, 10, 20, and 25 mile blocks from a scale base rates 
for distances of 5 miles or less to a maximum set of rates at 
1,500 miles or over. 

In constructing the standard or master distance scale, key 
rates or peg points were determined on in advance as reasonable 
rates and the scale was built on these rates. Any other method 
of construction was impracticable because of the lack of reliable 
cost data on which to base the rates mathematically. The Com- 
mission stated that carriers and shippers agreed that no 
mathematical formula had been or probably could be developed 
for the construction of a scale of distance rates. Scales are 
usually built to fit particular situations. The objectives, or key 
rates, in the south, the rates for the initial 5 miles, for 330 
miles, and for 460 miles are selected and these rates are con- 
nected by lines of rates properly graded from one mileage block 
to another. 

The class rates made on the mileage scale are applied as 
maximum interstate rates. These rates control the situation 
to a large degree, since the specific class rates of individual 
carriers, as well as intrastate rates prescribed by the state 
commissions or established by the rail carriers, must conform 
to the interstate mileage rate adjustments to avoid unreasonable 
discrimination and unjust discrimination or undue preference 
and advantage between intrastate and interstate rates, which 





1100 I. C. C. 513. 
7100 I. C. C. 513; 109 I. C. C. 300; 113 I. C. C. 200; and 128 I. C. C. 


2 
3113 I. C. C. 207 and 208. 


is specifically forbidden by the discrimination and rate-making 
sections of the interstate commerce act, as amended by the 
transportation act of 1920.* 

Exceptions are made of class traffic moving between points 
in Virginia and points in the Carolinas, and traffic moving to 
or from points in Florida south of the line of the Seaboard Air 
Line Railroad from Jacksonville to River Junction, and traffic 
moving over so-called weak lines. 

Group to group rates are provided for traffic between the 
Virginia and Carolina points to relate these rates to the inter- 
territorial adjustments. This adjustment will be discussed in 
the succeeding article dealing with the interterritorial southern 


rates. 
Computing Distances 


The maximum reasonable distance rates are made applicable 
over all standard southern carriers, with the exceptions noted, 
and all carriers are classed as standard, except certain finan- 
cially weak roads and a number of short lines that require 
special treatment. 

Distances are computed on the basis of the actual railroad 
mileages over the shortest routes over which carload freight 
can be moved without transfer of lading between the points 
of origin and destination, except that an arbitrary or construc- 
tive distance of 50 miles may be used in basing rates in con- 
nection with the car-float transfer service on the Tennessee 
River between Hobb’s Island and Gunter’s Landing, Ala., on 
the line of the Nashville, Chattanooga & St. Louis Railway. 


Routes 


The number of lines that may be used in working out dis- 
tances is restricted to prevent routes made up of an -unreason- 
ably large number of connecting carriers and interchanges. The 
shortest routes available for the interchange of carload traffic 
may be used, provided the routes do not embrace, as a maximum, 
the lines or parts of lines of more than three carriers for dis- 
tances of 200 miles; of more than four carriers for distances 
of 200 miles to 500 miles, and of more than five carriers for 
distances of more than 500 miles. 

Certain shorter routes embracing more than the maximum 
number of carriers permitted, which were in actual use at the 
time of the decision of the Commission in the southern class 
rate investigation, have been accepted and are still in use. Con- 
necting lines under the same ownership or control are considered 


Table No. 2 





SOUTHERN TERRITORY—REPRESENTATIVE CLASS RATES 
APPROVED BY THE INTERSTATE COMMERCE COMMISSION 
IN 100 I. C. C. 727, 728, APPENDIX K 


Rates in Cents Per One Hundred Pounds 
nee ~ apeeee Classification 
1 “ 


—Distances— 5 
5 miles and under...... 30 26 21 17 14 12 

5 mile blocks up to 100 miles— 
5 45 37 33 


100 miles and over 95.. 82 70 57 
10 mile blocks upto 240 miles— 

240 miles and over 230..115 98 81 63 52 46 
20 mile blocks up to 800 miles— 

800 miles and over 780..199 169 139 109 90 80 


25 mile blocks up to 1500 miles— 
1500 miles and over 1475..283 241 198 156 127 113 


Distances— 7 8 9 10 11 12 
5 miles and under...... 11 9 8 7 6 5 

5 mile blocks up to 100 miles— 
0 miles and over 95.. 29 25 21 18 16 14 


10 mile blocks upto 240 miles— 
240 miles and over 230.. 40 35 29 26 23 21 


20 mile blocks up to 800 miles— 
0 miles and over 780.. 70 60 50 45 40 35 

25 mile blocks up to 1500 miles— 
1500 miles and over 1475.. 99 85 71 64 


57 50 





as single railroads in computing the number of roads in the 
routes, but the disconnected portions of the same rail systems 


are considered as separate lines. 
Class Relationships 


Classes lower than first class are related to the first class 
rates by a uniform fixed percentage relationship. This rela- 
tionship is applied to all traffic, inter-territorial as well as intra- 
territorial, governed by the Southern Classification. The first 
class rates are the 100 per cent rates and the eleven classes 


‘Sections 2 and 3, and 15-A. 
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below first class are related to the basic rates by the following 
percentage relationship: 


Classes: Per cent of first class Southern Classification, 1, 100 per 
cent; 2, 85 per cent; 3, 70 per cent; 4, 55 per cent; 5, 45 per cent; 
6, 40 per cent; 7, 35 per cent; 8, 30 per cent; 9, 25 per cent; 10, 
22.5 per cent; 11, 20 per cent; 12, 17.5 per cent. 


Classes A, B, C, and D of the Southern Classification be- 
come classes 8, 7, 9, and 10, respectively. 

The Commission, it should be noted, ‘did not prescribe a 
twelve class classification system, for the investigation in 
Docket No. 13494 dealt only with class rates and specifically 
excluded classification. The Commission found, in the course 
of the investigation, that many commodities were moving be- 
tween points in the south almost exclusively on commodity 
rates that were lower than the class rates. The order of the 
Commission in the southern class rate investigation required 
the carriers to provide, in their class rate tariffs, two classes 
in addition to the ten classes already established in the South- 
ern Classification as substitutes for certain commodity rates. 
The assumption in prescribing these additional lower classes 
was, doubtless, that the carriers would consider placing certain 
commodities in these classes by amendments to the classifica- 
tion ratings, thus reducing the number of commodities moving 
at specific commodity rates because of lack of class ratings 
sufficiently low. 

The class rates relationship prescribed by the Commission's 
order follows, to a certain extent, and departs quite radically 
in other respects from the relationships suggested by the car- 
riers and by the Southern Industrial Traffic League, and from 
the relationships suggested by the Tennessee commission. 
These relationships, together with the new relationship pre- 
scribed by the I. C. C., are shown in Table No. 1. 


Groupings and Relationships 


No good reason was found by the Commission for making 
interstate class rates between points within Southern territory 
relatively high in order that rates for other hauls might be 
made relatively low, or for relating or grouping the rates in 
such way as to make certain rates on levels higher than the 
normal level. The distance scale, as has been stated, is ex- 
tended‘so as to cover hauls of all lengths from the shortest 
to the longest possible hauls from one end of the south to 
the other extremity. 

No justification was found by the Commission for making 
the normal rate level higher than it would otherwise be in order 
to offset or discount any possible reductions of a material 


Table No. 3 





SOUTHERN TERRITORY—REPRESENTATIVE CLASS RATES 
APPROVED BY THE INTERSTATE COMMERCE 
COMMISSION IN DOCKET NO. 13494 


Rates in Cents Per One Hundred Pounds 


Classes in Southern Classification 
—Distances— 1 2 3 4 5 6 

5 mile blocks upto 100 miles— 
5 miles and under...... 34 28 23 18 15 13 
100 miles and over 95.. 76 65 53 42 34 30 

10 mile blocks up to 240 —-. 
0 miles and over 230. 94 77 61 50 44 

20 mile blocks upto 800 —_ 
800 miles and over’ 780. .202 172 141 111 91 81 

25 mile blocks up to 1500 miles— 
1500 miles and over 1475. .286 243 200 157 128 114 


—Distances— 7 8 9 10 11 12 
5 miles and under...... 12 10 9 8 7 6 

5 mile Fn upto 100 miles— 
100 miles and over 95.. 27 23 19 17 15 13 

10 “— blocks up to 240 miles— 
240 miles and over 230.. 39 33 28 25 22 19 

20 mile blocks up to 800 miles— 
800 miles and over 780.. 71 61 51 45 40 35 

25 mile blocks up to 1500 miles— 
1500 miles and over 1475. .100 86 71 64 57 50 





character made by the carriers voluntarily below the distance 
scale basis.° 

The standard or master distance scales of rates applicable 
over all so-called standard rail lines in the south were modified 
after the original decision of the Commission in July, 1925. The 
scale approved in the report of that date began with a basic 
rate of 30 cents a hundred pounds for hauls of 5 miles or less, 
each class lower than first class being related to first class 
by the relationshiip discussed above. Five-mile blocks were 
used between 5 and 100 miles; ten-mile blocks between 100 
and 240 miles; twenty-mile blocks between 240 and 800 miles; 
and twenty- -five- mile blocks between 800 and 1,500 miles. 

The number of cents added to the base rate of 30 cents 
for each successive mileage block varied. In some cases it 
was 3 cents, while in other cases it was 2 cents.° Rates for 





5100 I, C. C. 614, 615 


S‘Appendix K, 100 I. c. C. 737, 326; July 7, 1085. 
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all twelve classes at the distances at which the size of the 
mileage blocks changed are shown in Table No. 2. 

The basic rate of 34 cents a hundred pounds, first class, 
was approved in a later supplementary decision and is the 
present governing scale.’ The rate of progression is not funda. 
mentally different from the original scale, and the blocks change 
in size at the same distances, at 100, 240 and 800 miles. The 
present rates at these points are shown in Table No. 3. 


Weak or Short Line Rates 


Rates applicable to class traffic originating at or destined 
to points on certain weak roads or short lines are determined 
by adding arbitraries to the standard scale rates. No precise 
differentials were prescribed by the Commission in its order, 
but differentials “similar but not necessarily the same” as those 
provided for use in Florida south of the Jacksonville-River 


Table No. 4 





SCALE OF FIRST CLASS ARBITRARIES, TO BE ADDED TO 
BASIC RATES FOR DISTANCES SOUTH OF THE BRANCH 


OF THE S. A. L. RY., FROM JACKSONVILLE TO RIVER 
JUNCTION LINE, FLORIDA 


First Class Arbitraries in Cents Per One Hundred Pounds 


Distance ; Distance 
10 miles and under.......... 6 190 miles and over 160 miles. .15 
25 miles and over 10 miles... 7 220 miles and over 190 miles. .16 
40 miles and over 25 miles.. 8 250 miles and over 220 miles. .17 


50 miles and over 40 miles.. 9 290 miles and over 250 miles. .18 
65 miles and over 50 miles..10 330 mifes and over 290 miles. .20 
80 miles and over 65 miles..11 370 miles and over 330 miles. .21 
160 miles and over 80 miles. .12 410 miles and over 370 miles. .22 
120 miles and over 100 miles. .12 450 miles and over 410 miles. .23 
140 miles and over 120 miles. .13 500 miles and over 450 miles. .24 
160 miles and over 140 miles. .T4 | nner. 





Junction line were ordered applied to traffic moving in con.- 
nection with the seven weak roads and 152 short lines that 
requested and received such special consideration. Short lines 
are numerous in the south, and this method of allowing special 
rate and division adjustments in their favor is an important 
feature of the new southern rate structure. The weak railroads 
that received special adjustments include the Gulf, Mobile & 
Northern; the Birmingham & Northwestern; the Columbus & 
Greenville; the New Orleans Great Northern; the Mississippi 
Central; the Tennessee Central; and the Norfolk Southern. 
The short line list includes nearly every short line or tap line, 
except those “under common control and management of stand- 
ard rail lines.’ 
Rates to or from Florida 


Arbitraries are provided to be added to the standard dis- 
tance rates in constructing rates to or from points on _ the 
peninsula of Florida south of the line of the S. A. L. Ry. from 
Jacksonville to River Junction, Fla. In Table No. 4 are shown 
the arbitraries to the standard rates, representative samples 
of which are shown in Table No. 3. Rates for classes lower 
than first class are arrived at by applying the percentage class 
relationship formula. The arbitraries are added only for the 
portion of the entire route that lies south of the Jacksonville- 
River Junction line. A haul of 240 miles, 100 of which is south 
of this line and 140 miles north of it, is arrived at by adding 
the arbitraries shown in Table No. 4 for 100 miles to the 
standard rate for 240 miles and applying the percentage class 
relationship formula to find class rates lower than first class.° 


Maximum Rates 


The class rates arrived at by the basic or standard distance 
scale, either with or without by addition of arbitraries, are 
maximum rates only. Individual rate adjustments may be made 
by the carriers to meet the needs of commerce and industry 
when such departures and deviations can be made without 
creating undue prejudice or preference among persons, places, 
or traffic, or when the deviations are made with the common 
consent of the -shippers and communities affected. The Com- 
mission specifically conferred this power to make necessary and 
desirable adjustments in the original southern class rate inves- 
tigation report.” 


Exceptions and Commodity Rates 


The southern class rate investigation did not touch on com- 
modity rates. However, a large number of rates in the south, 
both carload and less-than-carload, at the time of the Commis- 
sion’s investigation, were made on the basis of exceptions to 
the Southern Classification. The extension of the classification 
to twelve classes instead of ten and the relating of the rates 
for all twelve classes to the first class rates provides addi- 
tional classes to accommodate low-grade traffic. Many less- 
than-carload exceptions to the classification, commodity rates, 
and any-quantity ratings were in effect and were favored 


ene K-2, 113 I. C. C. 207 a4 
8100 I. Cc. 729, 730, and 128 I. C. 
9128 I. © C. 602,- Appendix L-2. 

19100 I. C. C. 657. 
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strongly by the jobbing interests, which desired wide radius 
for distributing products. 

The Commission, however, has taken the position that such 
rates involve uneconomical railroad operation, the burden of 
which ultimately falls on the consumer, and that less-than-car- 
joad service fostered by such rates should be discouraged and 
carload service should be encouraged by shippers availing them- 
selves of the carload mixing privileges and of the services of 
forwarding and delivering agencies. 

The Commission decided that nothing was shown on the 
record of the case that would justify it in requiring the main- 
tenance of interstate exceptions to the Southern Classification 
or less-than-carload traffic in interstate traffic.” 


—— 


11(0 I. C. C. 641. 


OCEAN MAIL CONTRACTS 


The first bids for carrying mail under the new merchant 
marine act designed to stimulate American shipbuilding and 
the carrying of mails in American bottoms were opened by 
Postmaster-General New July 9. 

Bids were invited for five routes and one bid was received 
for each of the routes advertised, ea&h bidder making his bid 
at the maximum figure authorized by the new legislation. 

The bidder on route number 4 from New York to Buenos 
Aires, via Rio de Janeiro and Montevideo and such intermediate 
ports at which the contractor’s vessels may call, was the Mun- 
son Steamship Lines, New York. The bid was $8 per nautical 
mile on class three vessels. 

Route number 5, from New York to Casablanca, Genoa, 
Alexandria, Pirzeus, Salonica, Constantinople, Constanza, and 
other Medierranean and Black Sea ports, was bid on by the 
Export Steamship Corporation of New York at $2.50 per nautical 
mile with class six vessels. 

The American South African Line of New York was the 
bidder on route number 6 from New York to Cape Town and 
other ports on the east or south coast of Africa at which the 
contractor’s vessel may call. The bid was $2.50 per nautical 
mile with class 6 vessels. 

The Grace Steamship Company of New York was the bid- 
der on route number 8, from New York to Valparaiso and inter- 
mediate ports at $4 per nautical mile on class 5 vessels and 
$6 per nautical mile on class 4 vessels. 

The New York and Porto Rico Steamship Company was the 
bidder on route 10 from San Juan, Porto Rico, to Santo Do- 
mingo, Dominican Republic, at $4 per mile on class 5 vessels. 

Class 3 vessels, described in the specifications, are those 
capable of maintaining a speed of 18 knots at sea in ordinary 
weather, and having a gross register tonnage of not less than 
12,000 tons; class 6 vessels are those with a speed of 10 knots 
and a tonnage of not less than 4,000; class 4 requires a speed 
of 16 knots and a tonnage of 10,000, and class 5 requires a 
speed of 13 knots and a tonnage of 8,000. 

Bids on fifteen additional ocean mail service routes were 
invited July 12 by Postmaster-General New under the Jones- 
White merchant marine act. Nine of the routes are from At- 
lantic and Gulf ports and six are from Pacific coast ports. 
Bids will be received in the office of W. Irving Glover, second 
assistant postmaster-general, until 12 o’clock, noon, of August 
10, for routes of the Atlantic and Gulf and until noon of August 
20 for those of the Pacific. 





CHANGE IN PORT-TO-PORT RATES 


The Ward Line, from New York to Vera Cruz and Tampico. 
the Cuyamel Line, from New Orleans to the same ports, and the 
American Fruit (Vaccaro) Line from New Orleans to Vera Cruz, 
have made radical changes in the fundamental bases of their 
respective port-to-port freight rates. The changes, in a general 
way, represent reductions in transportation charges expected 
to be helpful to the development of export traffic to Mexico 
via the American ports named. 

The steamship lines have abandoned the private classifi- 
cations that have governed their outward freight rates from 
New York and New Orleans based on weight or measurement, 
per cubic foot, subject to the troublesome provision of the 
“ship’s option” of right to assess transportation charges on 
either weight or cubic measurement basis, whichever yielded 
the higher revenue for the ship. Under the new tariffs the 
steamship rates are applicable on the uniform basis of weight 
per 100 pounds and are governed by the broader and more com- 
prehensive Western Classification. Moreover, the new tariffs 
contain a reservation of the right of the steamship companies 
to modify their port-to-port and proportional rates for rail-water 
shipments from American inland points of origin to inland des- 
tinations in Mexico, this for the purpose of making differentially 
lower rates than the combination rates which are applicable 
via the overland all-rail lines by way of Texas border crossings 
from the same originating points to common destinations in the 
interior of Mexico. 
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OVERSEAS FREIGHT RATES 


The Traffic World New York Bureuu 


Full cargo traffic has been virtually at a standstill the last 
few days, with shipowners endeavoring to obtain slight increases 
in rates, while shippers are content to cover their requirements 
as they arise from the surplus of available vessels without 
advances in quotations. Little demand has been shown for 
July-August tonnage. There are no signs of any change in 
the immediate future. The only transactions of importance 
have been fixtures of several vessels for new crop grain from 
Gulf ports to the Continent at 13% to 14% cents a 100 pounds. 
Rates from Montreal to the Continent have remained on the llc 
basis, and 2s 6d to the United Kingdom, with no business to 
west Italy. é, 

The coal trade is unchanged, with inquiries for the River 
Plate at $3.25 a ton, and $2.25 a ton to west Italy. The sugar, 
lumber and time charter trades are also inactive. 

The current range of heavy grain rates is as follows: From 
Montreal for July loading, 2s 74%d per quarter to the United 
Kingdom, 10%c to Antwerp-Rotterdam, 11%c to Hamburg- 
Bremen, 14% to 15 cents to the Mediterranean; from Montreal 
for August loading 2s 9d to the United Kingdom, 11 cents to Ant- 
werp-Rotterdam, 12 cents to Hamburg-Bremen, 15 cents to the 
Mediterranean; from the gulf for July-August loading 3s 114d 
to the United Kingdom, 14 cents to Antwerp-Rotterdam, 14% 
cents to Hamburg-Bremen, and 17 cents to the Mediterranean. 

Rates on cotton from Texas ports to the Havre range have 
been advanced from 40 cents to 45 cents per 100 pounds from 
September 1 through December. 

Levant.—At the regular meeting of the Adriatic Black Sea 
& Levant Conference on June 10, the rate on bone black was 
made $16 per ton weight to Alexandria, Constantinople, Piraeus 
and Salonica, and $15 per ton weight to Fiume, Trieste and 
Venice. 

West Coast Italy—The.West Coast of Italy Conference at 
the regular meeting on July 10, agreed to apply the general cargo 
rate on machinery and parts, effective July 15. 


River Plate and Brazil——The River Plate and Brazil Confer- 
ence have agreed that effective on and after July 15, they will 
no longer accept through export bills of lading and that the rail 
bill of lading must be exchanged for local steamship bills of 
lading at the ports. 

The following rate changes were adopted at meeting held 
on July 10. 


River Plate—Radiators, changed to read radiators and parts, in- 
cluding castings. A differential of $6.50 per ton w/m was adopted 
on shipments for Parana over the regular base port rate. Binder 
twine, Montevideo and B. A. 12%c cu. ft. freight steamers, 14c cu. ft. 
passenger steamers. Rosario 15c cu. ft. freight steamers, 16%c cu. 
ft. passenger steamers. Tire repair kits including rubber cement 
in tubes, not to exceed 2 to 4, packed in small tin containers, apply 
rubber tire rate. 

Brazil—Small arm ammunition reduced from double-first class 
to first class. Vehicles, children’s, all kinds, first class (effective 
August 1). 


Changes in freight conference tariffs are announced as 
follows: 


Transatlantic-French Ports—The following changes were made 
in ocean rates: Sea Island cotton, 60c per 100 pounds; linoleum and 
congoleum rugs, 75c per 100 pounds; automobile accessories, $6 per 
ton w/m; carbon black, 22%c per cubic foot; steel wool, 20c per 
cubic foot; three-in-one oil, 40c per cubic foot; scrap hair waste, 
$1.10 per 100 pounds; refrigerator boxes, 37%c per cubic foot to 
Paris; ditto, with coils, compressors or other mechanical apparatus, 
32%c per cubic foot to all other ports; ditto, without coils, com- 
pressors or other mechanical apparatus, including bare brine tanks, 
$274%2c per cubic foot to Paris, 224%c per cubic foot to all other ports; 
charcoal carbon in bags, $1 per 100 pounds. 

Heavy lift charges: The base rate will apply on packages weigh- 
ing up to 3% tons instead of 2 tons, as heretofore. 

Argentina and Uruguay—New rate on grain scoops to Montevideo 
and Buenos Aires is $12 and $13.50 per ton of 2,240 pounds or 40 
— feet ship’s option on freight and passenger steamers, respec- 
tively. 

Rio de Janeiro and Santos—Tariff rate on caustic soda to Rio 
de Janeiro and Santos is now $10 and $9 per ton of 2,240 pounds 
or 40 cubic feet ship’s option on passenger and freight steamers, 
respectively. 

Dutch East Indies—Effective July 1 the following changes in 
ocean rates were made: Varnish, paint and paint reducer, with flash- 
point of less than 80 degrees, $17 per ton of 2,240 pounds, or 40 
cubic feet ship’s option, on or under deck. Refrigerators, including 
refrigerators equipped with refrigerating machinery and parts, $16 
per ton of 2,240 pounds, or 40 cubic feet ship’s option; coils and 
compressors, containing dioxide, $16 per ton of 2,240 pounds, or 
40 cubic feet ship’s option, on or under deck. Aluminum ingots, pigs, 
plate; slabs, sheet and scrap, $12 per ton of 2,240 pounds or 40 cubic 
feet ship’s option. 

West Indies—Effective July 16 the following rates on automobiles 
will apply on shipments to Curacao, Dutch West Indies: Automobiles, 
boxed, 30c per cubic foot; chassis, boxed, 30c per cubic foot; trucks, 
with bodies attached, boxed, 25c per cubic foot; truck bodies, boxed, 
30c per cubic foot; truck cabs, boxed, 30c per cubic foot; automobiles, 
unboxed, 40c per cubic foot on actual boxed measurement; chassis, 
single, unboxed, 40c per cubic foot on actual boxed measurement: 
trucks, with bodies attached, unboxed, 35c per cubic foot on actual 
boxed measurement; truck bodies, unboxed, 30c per cubic foot on 
actual over-all measurement; truck cabs, unboxed, 30c per cubic 
foot on actual over-all measurement. 

In addition to the above rates there will be a port charge of 1c per 
cubic foot on measurement as freighted. 

Venezuela and Guiana—Effective July 16, shipments of automobiles 
to Laguayra, Puerto Cabello and Maracaibo will take the following 
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Why are more and more Ship- 
pers choosing The Erie every Day? 


Because Erie Service has a 
dollars-and-cents Value to them. 
Millions of Dollars are being spent 
to further equip the railroad with 
every Modern Facility for Fast and 
Dependable Transportation. 


New Locomotives, New Cars— 
New Facilities everywhere, backed 
by an army of 35,000 Erie Men 
with a single object—The Will to 
Serve. 


Erie Equipment was never in 
such splendid condition; average 
loads per train were never so high; 
Erie Freight Trains never were 
moving so Fast. 
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r 
Store managers testify they no longer 
use Express when they can get Erie 
Fast Freight Service. Manufacturers 
know they receive materials with De- 
pendability and deliver Finished Goods 
on Time. Shippers of unusual Consign- 
ments have learned that The Erie 


always has the particular equipment 
they need when they need it. Claims— 
when there are any—are adjusted 


promptly and fairly in accordance with 
standard recognized rule. 


For Export and Import Shipments no 
other facilities surpass The Erie’s at 
New York. Erie’s merchandise freight 
business is showing a steady increase 
every month and the answer is Satis- 
fied Shippers. 


If you haven’t used The Erie, Mr. 
Traffic Manager, you'll be surprised. 
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rates: Automobiles, boxed, 35c per cubic foot; chassis, boxed, 35c 
per cubic foot; trucks with bodies attached, boxed, 30c per cubic foot; 
truck bodies, boxed, 35c per cubic foot; truck cabs, boxed, 35c per 
cubic foot; automobiles, unboxed, 45c per cubic foot on actual boxed 
measurement; chassis, single, unboxed, 45c per cubic foot on actual 
boxed measurement; trucks with bodies attached, unboxed, 35c per 
cubic foot on actual over-all measurement; truck cabs, unboxed, 35c 
per cubic foot on actual over-all measurement. 

The following port charges will be assessed: To Laguayra, 4c per 
100 kilos; to Maracaibo, $1.20 per 40 cubic feet on measurement as 
freighted. 


The Merchants’ Association has been advised that the De- 
partment of Commerce has taken up with the officials of the 
Cuban government the recent order announced to go into effect 
on September 1, requiring that all consular invoices for goods 
intended for shipments to Cuba be written in Spanish. 

Several members of the Merchants’ Association have sug- 
gested to its foreign trade bureau that this order, which was 
announced about two weeks ago, will work a distinct hardship 
on a good many small exporters. It is pointed out that while 
large exporting houses find it worth while to employ an inter- 
preter, there are many small houses, not only in New York 
City, but in inland cities the country over, to whom the regular 
employment of an interpreter would be a hardship. 

Settlement of the Antwerp dock strike was announced in a 
cable message received by the Internatonal Mercantile Marine 
Company. Terms of the settlement were not stated. The strike, 
which b gan about two weeks ago, forced companies operating 
from Au werp to divert their vessels to other ports. 

Advices received by James W. Elwell and Company, general 
agents for the Fabre Line, state that the general customs head- 
quarters at Constantinople request that shippers of cargo des- 
tined for that port indicate on packages the name of one of the 
three depots, Galata, Stamboul or Haidar Pacha, at which the 
goods are to be discharged in accordance with the rule which 
became effective June 1. The purpose of this measure is to 
facilitate and simplify the work of the customs authorities, who 
were formerly obliged to transmit to the three customs offices 
at Galata, Stamboul and Haidar Pacha a copy of all manifests. 

The Consulate General of the Republic of Poland announced 
that merchandise shipped to Poland should be both consigned 
and billed to a shipper located within the boundaries of Poland, 
or of the free city of Danzig; this has to be shown on the 
certificate of origin and the attached invoice. Certificates of 
origin covering merchandise consigned to a firm located in 
Poland and billed to another firm Id6cated outside of Poland 
validity. 





OIL BID ACCEPTED 


The bid of the Gulf Refining Company of Pittsburgh to 
supply the bunker oil requirements of the Merchant Ficet Cor- 
poration at the ports of New York, Philadelphia, New Orleans, 
Galveston and Port Arthur for the three-year period com- 
mencing January 1, 1929, was accepted by the Shipping Board 
July 10. All other bids were rejected and the Fleet Corporation 
was authorized to re-invite bids for supplying requirements at 
Charleston, Savannah, Jacksonville, Tampa and Boston. In a 
statement the board said: 


The contract shall be for the period of one year commencing 
January 1, 1929, and shall be continued thereafter for two additional 
periods of one year each, provided only that nothing contained in 
the contract shall bind the Fleet Corporation in any fiscal year for 
the future payment of money in excess of appropriations made by 
Congres? for the purpose of operating vessels under its control. 

The contract with the Gulf Refining Company will be made on 
the following basis: 

New York and Philadelphia for the three-year period, an average 
price of 92c per bbl., terminal delivery, and 97c per bbl., barge 
delivery. 

; New Orleans for the three-year period, an average fixed price of 
86c per bbl., terminal delivery, and 9lc per bbl., barge delivery. 

Galveston for the three-year period, an average fixed price of 
89e per bbl., terminal delivery, and 94c per bbl., barge delivery. 

Port Arthur for the three-year period, an average fixed price of 
84.33c per bbl., terminal delivery, and 89.33c per bbl., barge delivery. 

The Fleet Corporation was also authorized to close with the Gu'f 
Refining Company for its cargo requirements, which cover oil for its 
own bunkering stations, at a price of 79.33c per bbl. at Port Arthur. 

All of these bids were accepted upon the basis of Fleet Cor- 
poration requirements up to the maximum amounts specified by the 
bidder with the understanding that the corporation is not obliged 
to take any minimum quantity. 

The Fleet Corporation will act immediately to call for new bids 
at the ports which will not be supplied by this contract. 


BOARD STILL IN BUSINESS 


Chairman O’Connor, of the Shipping Board, has issued the 
following statement: 


At this time when an adjustment of the rate situation between 
north Atlantic and north channel ports is about to be settled, there 
appears in a Rotterdam paper the following dispatch: 

“The Shipping Board will be dissolved. Yesterday a meeting 
was held for final decision regarding bids received for fleets. Bids 
have been approved by the traffic commission of the Shipping Board.” 

The only basis for this statement is that on Tuesday (July 3), ‘the 
board voted to invite bids for two of its lines. The invitations to 
bid provide for the continued operation of both lines, if sold, but 
unless satisfactory prices and guarantees of continued operation 
are made by bidders, the board will continue to run both lines. 

No proposition to offer the remaining lines of the Shipping Board 
has been considered, and the board is not aware that its dissolution 
is even contemplated. The purpose of this press canard undoubtedly 
is to prevent a settlement of the rate questions above referred to. 
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PORT DIFFERENTIAL CASE 


The Trafic World Washington Bureay 


Boston spokesmen at the hearing July 9 before the Shipping 
Board on the petition for establishment of such ocean rates ag 
would put Boston on a parity with Montreal and other Atlantic 
Canadian ports and Philadelphia, asked the board to give Bos. 
ton and other New England ports such Shipping Board vesse 
rates on general merchandise traffic originating not only in 
C. F. A. territory, but also in New England, that would result 
in Boston having a differential of 2 cents in its favor ‘n the 
through rates. Such rates would not only place Bostou on qa 
parity with the Canadian ports and Philadelphia, but would 
make the rates via Boston 2 cents under those from New York, 

Representatives of other Atlantic ports, particularly New 
York, indicated surprise that Boston should have deserted New 
York, both of those ports now being on the same basis as to 
rail rates, in view of the fact that Boston and New York had both 
previously advocated equalization as the solution of the problem. 
The ocean rates are the same from all N. A. ports. Boston's 
representatives indicated that they had sought relief unsuc. 
cessfully, but that now they believed that if the Shipping Board 
would establish rates applicable on traffic in its vessels between 
Boston and Portland and United Kingdom and northern Euro. 
pean ports that would place the New England ports on a parity 
with the Canadian ports and Philadelphia, Boston would recover 
a substantial volume of traffic. 

The hearing was opened by Chairman O’Connor, of the 
board, who turned the meeting over to Vice-Chairman Plummer, 
commissioner in charge of traffic. The chairman left the hear. 
ing room immediately, but the other commissioners—Cone, 
Myers, Smith, Denton and Sandberg—sat with Vice-Chairman 
Plummer. 

B. W. Warren, counsel for the Maritime Association of the 
Boston Chamber of Commerce, said Boston was not attacking 
rates of ocean carriers, nor asking for the regulation of ocean 
rates. He said the object was to obtain for New England ports 
such rates on Shipping Board vessels that would permit of the 
development of commerce, industries, and enable the ports to 
do the business they formerly did. 

Mr. Warren emphasized the competitive relationship of New 
England ports and Canadian ports. He said Boston was the 
largest port of the United States nearest to Canada and that 
therefore it suffered most from the diversion of commerce from 
United States ports to Canadian ports. He said Canada was 
making every effort to develop its commerce and that a sub- 
stantial part of the injury to Boston was caused by conditions 
in Canada that the board could take care of to a large extent 
by adjustment of the rates on its vessels from Boston and 
Portland as suggested. He pointed out that the port of Montreal 
had a rail differential of 2 cents under Boston, the same as 
the differential in favor of Philadelphia. Canadian railroads, 
said Mr. Warren, were being used to aid in the development of 
commerce via Canadian ports. This was not said in criticism, 
said he, but to point out that the government of the United 
States through the Shipping Board could do something to aid 
Boston. 

The fact that granting of the request would put Boston 2 
cents under New York would be no reason for refusal to grant 
the request, said Mr. Warren, adding that he did not think that 
the port of New York would suffer. 

R. E. Lee Marshall, counsel for the port of Baltimore, in- 
quired as to under what part of the shipping act the board 
was proceeding. He said he conceived that the board was 
sitting under section 8 of the merchant marine act of 1920, which 
relates to development of ports and the creation of conditions 
favorable to such development. 


Commissioner Plummer said the proceeding was like others 
that had been held with respect to rates on Shipping Board 
vessels. He said it was the general duty of the board to look 
after shipping and that it might be said the board was pro- 
ceeding under section 8. He said the board had a right to fix 
rates on its vessels without holding hearings. 


Mr. Marshall said it appeared that Boston had changed its 
position—that the’ issue as outlined by Mr. Warren was Can- 
ada against the United States. If that was the case, he con- 
tinued, Baltimore would go along with Boston so long as there 
was no preference against Baltimore. If Baltimore suffered 
from Canadian competition and obtained the same relief as 
accorded Boston, Baltimore would have no objection, said he. 
If the reverse were true, said he, Baltimore was not willing to 
go along with Boston. 

Commissioner Plummer said the present was an _ inde 
pendent proceeding, indicating that it had no relation to pro- 
ceedings previously had with respect to the Boston situation. 

Wilbur LaRoe, Jr., for the Port Authority of New York, 
said that port wished to point out the “radical” shift in posi- 
tion on the part of Boston. He said Boston enjoyed the same 
rail rates as New York, resulting in equalization as to those 
ports of the through rajl and ocean rates. He said that Bos- 
ton, for several years, had contended for equalization before 
the Commission and that New York was in agreement with Bos- 
ton as to that position. He said if Boston’s present plea were 
granted, not only would the ocean rate structure be radically 
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KENTUCKY BRED... 
.. CHICAGO BOUND 


OWN in the “blue grass” region 
of Kentucky young colts are 
taught at an early age the value of 
prompt arrival. For it is an estab- 
lished fact that the more punctual a 
horse is in crossing the finish line, the 
better are his chances of keeping his 
name off the list of the “also rans.”’ 


An iron horse of the Pennsylvania 
Railroad that starts its run in Ken- 
tucky seems to have acquired this 
“blue grass” habit of prompt arrival. 
For over a long period of months it 
has pulled‘““The Renown’’a big freight 
train, from Louisville to Chicago — 
and brought it in regularly and de- 
pendably on time. 


“The Renown” carries all classes of 
freight, except minerals, including in 


its cargoes produce from Southern 
States that reaches Louisville via 
connecting railroad lines from that 
territory. 

These shipments go not only into 
Chicago, but to the Northwest terri- 
tory routing via the Chicago Gate- 
way. 

The route of “The Renown’”’ lies 
through Indianapolis and Logansport. 
Indiana, which points are also served 
by this train. And shippers using this 
route have found the train thor- 
oughly reliable and dependable in its 
on time performance. 

* * * 

Day in and day out “The Renown” 
arrives punctually at its destination. 
Watched over by vigilant train crews 





“THE RENOWN?” is one of the fleet 
of 61 named Pennsylvania freight trains 
that have set remarkable records for regu- 
larity and dependability of on time arrival. 


Some other Pennsylvania 
freights whose regular on time 
arrivals have earned them dis- 
tinctive names: 


“THE MERCURY” 
Merchandise 
Chicago to Seaboard Cities 


‘THE ORIOLE”’ 
Perishable Freight 


(From Southern States) 


Washington to New York 


‘“‘THE METEOR’”’ 
Perishable—Merchandise 
Seaboard Cities to Cleveland 


and by hundreds of alert men at 
points along the line, it has estab- 
lished the reputation of being one of 
the best performers in the fleet of 
trains known as “The Limiteds of the 
Freight Service.” 


|PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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changed but also violence would be done to the principle of 
equalization heretofore advocated by Boston. Commenting on 
diversion of commerce to Canadian ports, he said all the north 
Atlantic ports were suffering from what Boston was suffering 
from. 

H. J. Wagner, representing Norfolk, asked if Boston were 
asking a differential of 2 cents on grain. Mr. Warren said 
rates on grain were “open” and that Boston was asking for 
the differential only on general merchandise traffic. 

Samuel Silverman, assistant corporation counsel of Boston, 
read a letter from Mayor Nichols in support of Boston’s plea 
for relief. Mr. Marshall desired to know whether the letter 
was testimony or argument or what. Mr. Warren said Mr. 
Marshall seemed to be laboring under a misapprehension as to 
the nature of the proceeding. He said Boston had not made a 
formal complaint. He said Boston was making an application 
to the Shipping Board for rates just as it might make an appli- 
cation of the Cunard Line for rates. Mr. Marshall said if Bos- 
ton obtained what it asked for, Baltimore would be injured and 
that it was entitled to assert its interest in the matter. 

Mr. Warren called Frank S. Davis, manager of the Boston 
Maritime Association, as a witness. Mr. Davis submitted a 
series of exhibits designed to show the decline in shipments 
from Boston. He was asked to submit a statement separating 
the grain shipments from other shipments. The Boston spokes- 
men said that while a differential was not being asked for grain 
shipments, the fact was that if the differential sought were 
established, grain shipments would increase because there 
would be an increase in vessel service from Boston that would 
make available space for grain. 

Question came up as to Boston losing traffic’to Gulf ports. 
Carl Giessow, of New Orleans, asked Mr. Davis if he made any 
allegations with respect to competition with Gulf ports. Mr. 
Davis said he had no complaint to make against the Gulf ports. 

George W. Edmunds, of Philadelphia, asked whether some 
C. F. A. traffic did not go to New Orleans. Mr. Davis thought 
some of it probably was but not to the extent that it was going 
to Canada. 

When Mr. LaRoe was questioning Mr. Davis relative to the 
position of Boston in the equalization of through rates, Com- 
missioner Plummer asked whether Boston got anywhere in seek- 
ing relief along those lines. Mr. LaRoe said it had not with 
rail rates. 

“Why bring the corpse 
Plummer. 

James W. Carmalt, of counsel for Baltimore, asked Mr. 
Davis if he had despaired of getting relief from the Commis- 
sion. The witness said he never despaired, but that he hoped 
to get relief from the board. 

Commissioner Smith developed that Boston held the view 
that if Shipping Board vessels would cut their rates 2 cents 
from Boston, that would have the effect of regulating ocean 
rates generally. 


Witnesses who appeared in support of the Boston plea were 
Norman Draper, Washington representative of the Institute of 
American Meat Packers; Carl C. Gale, traffic manager of the 
North Packing & Provision Co., of Boston, and other com- 
panies; A. J. Kelley, assistant treasurer of D. C. Andrews & Co., 
of Boston; W. E. Whelpley, traffic manager of the Walworth 
Manufacturing Co., and J. J. Cummings, traffic manager and 
field secretary of the New Hampshire Manufacturers’ Associa- 
tion. 


Mr. Draper said that the members of his association would 
like to use the port of Boston and that if the rates via Boston 
were reduced 2 cents and the proper kind of service was made 
available, a substantial part of tonnage of members now going 
through Montreal would move via Boston. Asked by Mr. LaRoe 
if he was in favor of a lower rate via Boston than New York, 
Mr. Draper said he was. He said he had not received instruc- 
tions to advocate a lower rate from Boston than from New York. 
He said he came to the hearing to advocate a reduction in the 
rate from Boston. 


Mr. Sinclair, of the North Atlantic United Kingdom ocean 
freight conference, in interrogating Mr. Draper, said the con- 
ference was not opposing the Boston plan, but indicated that 
it did not believe that it would solve the problem. He pointed 
out that the conference had contracts with the members of Mr. 
Draper’s organization under which the shipper was free to route 
his traffic via ships of an American or foreign ship member 
of the conference. Commissioner Plummer, who had previously 
asked Mr. Sinclair if it was not a fact that the great majority 
of the members of his conference were not foreign steamship 
line companies, asked questions indicating that he held the 
view that the conference had something to do with the question 
of in what ships shipments of the packers moved. 

Commissioner Cone remarked that he could not see what 
the conference had to do with the routing of shipments. Com- 
missioner Plummer made a remark to the effect that what 
he referred to was plain to be seen. 

There was considerable discussion of service and rates. 
The Boston witnesses admitted that without service, a reduc- 
tion in rates would not help. Representatives of other ports 


in here?” asked Commissioner 
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contended that what Boston really desired was increased steap, 
ship service, but Boston representatives said they wanted pp. 
duced rates that would create a demand for more service ay 
that the demand would bring the service. They insisted thy 
the reduction in rates sought was the keystone of the propos, 
rather than service. 

When Mr. LaRoe was asking questions on the basis 
an assumption that the board would have to put in addition, 
ships in the service from Boston in connection with the rat 
reduction, Commissioner Plummer said in effect that the boap; 
was not contemplating doing that. He called attention to th 
fact that the Boston petition asked for a readjustment of rata 

Mr. Edmunds called the attetnion of Boston to the fag 
that Philadelphia had a differential of 2 cents under New Yor 
but that still New York got the business. He said he wou 
like to know how to get the business with the 2-cent differentia) 

Senator Walsh, of Massachusetts, addressed the boar 
briefly in support of the Boston plea. 

Boston concluded the presentation of its case at the mon. 
ing session of July 10 with testimony by J. H. McCann, of the 
Associated Industries of Massachusetts; Irving L. Spear, of the 
New England Council; Andrew L. O’Toole, grain and freigh 
broker and forwarder of export of grain of Boston, and Charly 
W. Boynton, of Boston, foreign freight agent of the Boston ¢ 
Maine. 

Infrequent sailings from Boston had contributed to thai 
port’s loss of business, said Mr. McCann. He said Massachv. 
setts manufacturers exported 400,000 tons of goods annually, 
about 60 per cent of which went to United Kingdom ports ani 
Continental ports. 

Mr. LaRoe pointed out that if the ocean rates from Boston 
were reduced 2 cents and the reduction applied to traffic orig. 
inating in New England as well as in C. F. A. territory, New 
England manufacturers would have an advantage over Phila 
delphia district manufacturers as the rail differential of 2 cents 
in favor of the port of Philadelphia did not apply to traffic 
originating in Philadelphia or nearby territory. Mr. McCann 
thought the reduction asked for by Boston should apply als 
to traffic originating in New England. 

Counsel for the ports of New York, Baltimore and Norfolk 
contended that what the New England manufacturer needed 
was service. 

“When they get the differential, they will get the service 
back,” interjected Commissioner Plummer, presiding. 


Mr. LaRoe said that statement by the commissioner assumed 
that Boston was going to win the case. 


Mr. Marshall, for Baltimore, took an exception to the com 
missioner’s statement as not being fair. 


Commissioner Plummer said the statement was not on 
behalf of the board but was made by him personally. 


Mr. Spear made a general statement in support of Boston's 
petition. 

Mr. O’Toole said that when Boston had an ocean differ 
ential in its favor it had direct and regular sailings to U. K. 
and Continental ports, and that the removal of the differential 
was one of the principal causes for the decline of Boston as 
a port. He said if the petition were granted, steamers would 
gradually return to Boston and grain shipments would return to 
Boston, as there would be space for grain as bottom cargoes. 
He attributed the diversion of grain to Canadian ports chiefly 
to the inspection requirements of Canada being less strict thal 
those of the United States. 

Mr. Boynton believed that business would come back to 
Boston if the petition were granted. He said the Boston ¢& 
Maine had a number of off-line agencies in various parts of the 
country, but that solicitors could not get business to move via 
Boston because of the rate situation and the lack of service 
from that port. He summarized a number of letters from large 
shippers of the middle west who said they would be glad to use 
the port of Boston if the rates were reduced as requested, and 
service was available. 

Mr. Warren asked Mr. Boynton his opinion of the sugges 
tion that if the rates were cut from Boston, would not the 
carriers serving New York meet the cut? Mr. Boynton did no 
think that the cut would be met. He said New York was big, 
that it had always had business and always would have bus: 
ness and that any business Boston might take from New York 
would not be felt by the latter, but would help out Boston 
greatly. He believed that New York could boost its rates and 
still get the business, because of its wonderful steamship serv- 
ices and banking facilities. 

Mr. Wagner, of Norfolk, obtained an affirmative answél 
from Mr. Boynton when he asked if it was not true that the 
Boston & Maine could do the same for Boston that Bostol 
was asking the Shipping Board to do for it. The witness be 
lieved, however, that the railroads should not make the cut i2 
= — but that the thing should be done by the Shipping 

oard. 

Commissioner Smith asked a question as to whether the 
witness thought that the board, as a regulating agency, [ad 
any power to fix ocean differentials. 

Mr. Boynton said the board could establish differentials 
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No Waiting 
in the 
Freight Yards 


Traction Routing 


aSSUTES 


QUICKER DELIVERIES 


Electric Traction Freight travels in small 
units leaving at frequent intervals..... 
There are no waits, no delays, just speedy, 
dependable service. 


Traction freight is from two to FIFTEEN 
times faster. That’s why it is growing 
more popular every day. 


Between 


NEWARK 4 ZANESVILLE 


(OHIO) (OHIO) 


and the 5000 Miles of 
Electric Railway Territory 


OHIO - IND.- MICH. 


The Southern Ohio Public Service Com- 
pany also offers a coordinated steam and 
electric freight service to Chicago and other 
Monon points and to the Southern States. * 


No Switching |fmttanloiy | “The Speed 


No Delays | WZ/MyqiZi4| of Express at 


nit the Cost of 
Faster Service oo ¥ _ Freight” 





May we send you a copy of our “Buyers’ 

and Shippers’ Guide” which contains valu- 

- able information regarding the scope of our 
service? 


SOUTHERN OHIO 
PUBLIC SERVICE CO. 


LLYLE E. BLAND 


Director of Public Relations 


Richards Building Zanesville, Ohio 
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3,560 SHIPS 


Plied in and out of 


Ohe 
Port of Houston 


During 1927 


Ships flying the colors of almost 
every nation on earth berth at Hou- 
ston, taking on and unloading mer- 
chandise of every description. 


=> 


There must be a reason for this tremen- 
dous increase. There is. 


The Port of Houston is logically located as 
a receiving and shipping point for goods 
consigned to and shipments originating in 
the Great Southwest Empire. 


Handling facilities are such as to assure 
speedy service at low cost . . . transpor- 
tation to and from the Port are remark- 
able—18 railroads serving Houston . 
large warehouses line the wharves where 
goods may be stored. . . The Port of 
Houston is a deep water port offering the 
shipper safe, prompt, and efficient hand- 
ling of his cargoes. 


—.?> 


Write today for copy of the 


PORT BOOK 


It is FREE. 


= 
Address 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON TEXAS 
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on its own ships. What the commissioner endeavored to de- 
velop, however, was that there was a distinction between the 
board acting as a regulating agency and as an operator of 
ships. He insisted that his question be answered as to the 
legal power of the board to fix ocean differentials. 

“If you say as to all ships, my answer is no,” replied Mr. 
Boynton. 

The commissioner then asked if an ocean differential would 
be established from Boston by the board ordering its ships to 
cut the rates. Mr. Boynton thought it would. 

Mr. LaRoe then raised the question as to the cut being 
met at Montreal or other north Atlantic ports. Mr. Boynton 
thought the Shipping Board could wage a rate war if Montreal 
started one. 

Commissioner Smith pointed out that Boston at one time 
had believed that the solution of the matter at issue rested with 
the Interstate Commerce Commission and that in view of the 
fact that that tribunal had not granted Boston’s request, Bos- 
ton came to another government tribunal and asked it estab- 
lish ocean differentials that it did not have the legal right to 
force. 

Commissioner Smith remarked that Norfolk had asked for 
Shipping Board vessels for Virginia apple shipments and that 
the board provided ships but that the apple shipments went to 
New York. Mr. Wagner said 125,000 barrels of apples moved 
from Hampton Roads in Shipping Board vessels and that the 
shipments that went to New York went there because of un- 
certainty as to service from the Shipping Board vessels. 

Mr. Sinclair, of the North Atlantic United Kingdom freight 
conference, brought out as a fact that when Boston had ocean 
differentials on some commodities, the port of Montreal had 
the same differentials. 

Commissioner Smith, in the course of the hearing, ex- 
pressed the opinion that the plan proposed by Boston would 
not afford a solution of its difficulties. He believed that if the 
rates were cut at Boston, the cut would be met at New York. 

Commissioner Cone asked Mr. Sinclair as to the effect of 
a cut of 2 cents from Boston on Shipping Board vessels. Mr. 
Sinclair said it was difficult to answer that question but that he 
assumed such action would force other lines serving Boston 
to meet the competition. He said the conference was fearful 
to do anything because of the possible charge of discrimination 
against the line that would give a lower rate at Boston than at 
other ports. 

The hearing was concluded at the afternoon session of 
July 10, Chairman O’Connor advising the participants that they 
would hear from the board when it had acted. 


Mr. Marshall referred to the Baltimore port differential case 
in which Attorney-Examiner Trezise has issued a proposed re- 
port and in which Boston has intervened. His point was that 
the Commission was dealing with the Boston rate situation and 
that, therefore, under section 8 of the merchant marine act, 
the board was precluded from acting, and also that Boston had 
the same opportunity as Baltimore had with respect to getting 
relief along the lines proposed in the Trezise report. He said 
the Boston application had come down to the point where a 
subsidy from the federal treasury. was being asked. 

Mr. Sinclair said the north Atlantic ocean freight confer- 
ence had tried to find a solution of Boston’s problem, but had 
been unable to find a practical solution or one that would not 
be prejudicial to some other port. 


G. H. Pouder, director of the export and import bureau of 
the Baltimore Association of Commerce, said that the 3-cent 
rail differential enjoyed by Baltimore under New York and 
Boston was not controlling, but was helpful in obtaining the 
routing of shipments via Baltimore. He submitted a number 
of statistical tables showing export and import tonnage via 
Baltimore and other ports and vessel services to and from 
Baltimore and other ports. 

Mr. Edmunds, of Philadelphia, made the following state- 
ment: 


Philadelphia is not averse to relief to Boston but believes that 
such relief should be given along lines that will not create disturb- 
ances at other ports. To us the present proposition seems without 
reason and can only lead to rate cutting by steamship lines at other 
ports to meet the reduction. 

Boston today has many direct sailings to continental ports, plac- 
ing her in much better position to offer service to shippers than any 
other north Atlantic port outside of New York. And yet it produces 
very little export freight although her imports are today much greater 
than they were in 1910. 

A statement which I offer as a part of my remarks shows that 
most of its loss of exports is in grain. Those who have studied this 
subject know well that the 2-cent reduction in ship freight will 
not bring that business back to Boston. 

As a matter of opinion, we do not believe that any such adjust- 
ment of ocean rates will benefit Boston unless that reduction is 
applied to local freight territory and to any such proposition we 
strenuously object for the reason that it would mean a freight 
rebate to consumers and manufacturers in that territory competing 
with concerns in our own particular territory. It is a proposition 
which is as illegal, as unconstitutional a proposition, as any propo- 
sition we have ever heard made before a public body. 

The shipping board has never favored Philadelphia as it has the 
other north Atlantic ports. It has not today a direct sailing leaving 
the port of Philadelphia, for anywhere. In fact, cargoes loaded in 
Philadelphia are in some cases detained twenty-one days on this 
side at other ports before leaving for destinations. 
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Boston, on the other hand, has direct sailings, which everyone 
in the shipping business knows, is of great advantage in securing 
high class freight. 

As far as the operation of shipping board vessels is concerned 
Philadelphia is far more in need of relief than is Boston. As it 
seems to be the differential that Boston is desirous to have applied 
to its shipping rate, we are of the opinion that the board should 
give consideration to its ship services from Philadelphia in order 
that Philadelphia can at least be upon an equal basis with Boston 
should the board grant the request of the Maritime Association of 
the Boston Chamber of Commerce. 


Commissioner Denton asked by what method effect could 
be given to the Boston petition. Commissioner Plummer sgaid 
it could be given effect by all the lines in the north Atlantic 
conference agreeing to the proposal or by the Shipping Board 
putting in the rates on its vessels and withdrawing from the 
ocean rate conferences. 

Mr. Wagner, of Norfolk, put in some statistical data with 
reference to Hampton Roads ports. The point emphasized by 
him was that steamship service was of more importance than 
He said Boston had the same rates as New York and 
did not get the business. He said Norfolk had rates 3 cents 
under New York and did not get the business. He then asked 
whether business was going to be diverted to Boston by estab- 
lishment of a 2-cent differential. He said it was not neces. 
sarily true that a rate advantage produced traffic. He said 
Norfolk was not going to ask for help from the federal treasury 
if it could not develop business for ships serving that port. As 
to American packers shipping via Montreal and_ supporting 
Boston’s plea for a rate cut, Mr. Wagner said their interest 
was in getting rate reductions and that if the board reduced 
the rates, as requested, the packers would then seek a cut 
at Montreal. 

John P. Magill, of the Maritime Association of the Port of 
New York, said he did not believe that a differential of 2 or 
3 cents in favor of Boston would solve its problem. He said 
when Boston had so-called differentials in the period 1906-1916, 
the business of the port showed a steady decline, while the 
business of New York increased. Commissioner Smith said 
Boston did not have a differential, but it was agreed that it had 
a rate advantage. Mr. Magill said that Norfolk, Baltimore and 
Philadelphia, with rates under New York, did not control the 
business and that the question was rather one of service dnd 
not of rates primarily. He said an arbitrary reduction for 
Boston would work a hardship on American owners of ships 
to the extent that they would be compelled to meet the situa- 
tion that would be created at Boston. He said he would be 
glad to see equalization through all ports, but that he did not 
think it would be fair to give Boston a reduction that would 
not be accorded the other ports. 

In closing the case, Mr. Warren said it had been stated 
that Boston might get some relief in the Baltimore differential 
case pending before the Commission. He said that case had 
nothing to do with the case before the board. He also said 
Boston desired relief now and not a hope of relief several years 
in the future. He remarked that one of the New Yorkers pres- 
ent said that the Supreme Court would be called on to settle 
the Baltimore differential case if the Commission decided it 
on the basis of the proposed report. He said New England 
was simply asking an opportunity to use its ports—something 
it could not do because of the action and non-action of federal 
agencies. He said the board as the operator of government 
ships had the remedy. He resented the suggestion that a sub- 
sidy was being asked. 

Commissioner Smith said what was being proposed was 
notra solution but an experiment. Mr. Warren said all solutions 
were experiments until tried. He said Boston did not say that 
it had the solution, but that it believed that what it proposed 
would be a solution. Mr. Warren said he was not appealing to 
the board as a regulating agency, but as the controller of 
Shipping Board vessels. Commissioner Smith suggested that 
the appeal might better have been made to the Fleet Corpora- 
tion. He said Boston was asking that the board use some 
kind of power on the Fleet Corporation to get the rates reduced 
from Boston. Mr. Warren did not think a cut at Boston would 
be met at New York because of the large volume of traffic 
involved there. He said the ocean carriers would lose 2 cents 
a hundred pounds at New York if they met the cut at Boston 
and he did not think they would do that. 


OCEAN AGREEMENTS APPROVED 


The following agreements, filed under section 15 of the 
shipping act, were approved by the Shipping Board July:10: 


An agreement between common carriers by water (Donaldson 
Brothers, Ltd., Furness, Withy, Ltd., and North Pacific Coast Line), 
under whose terms the parties undertake to observe agreed rates 
of freight on traffic from United Kingdom ports to Pacific Coast 
ports of the United States. The rates to be charged are to be net, 
no payment of rebates to shippers being permitted. Any carrier 
operating vessels in the trade may become a party upon agreeing 
to observe the terms of the agreement, and any party may withdraw 
at any time. 

American-Hawaiian, Arrow, California & Eastern, Luckenbach, 
Munson-McCormick, Nelson, Panama Pacific, Quaker, Transmarine, 
and Williams Steamship Company with Farquhar, Furness, Munson, 
Red Cross, Trinidad, United Fruit, and Ward Line: Provides for 
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As They Travelled in 1831 


- SOUTH CAROLINA RATLROA — 


THE “BEST FRIEND” 
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‘ae As It Was in 1854 


=] ORANGE & ALEXANDRIA B. 


The First Locomotive built in the United States for actual service on a Railroad. 

Built at West Point Foundry Shops, in New York City, for the South Carolina 
Railroad (now part of the Southern Railway System)—arrived in Charleston by 
ship Niagara, October 23rd, and after several experimental trials, in November and 
December, 1830, made the first excursion trip, as above, on Saturday, January 
15th, 1831, being the anniversary of She commencement of the road. 
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d it Omnibuses leave Washington City, at 6 o’clock, A. M., on the arrival of the Cars 
from Baltimore, to convey Passengers to Alexandria, where they can Breakfast, and 
land take the Cars of the Orange & Alexandria Rail-road, and arrive at Gordonsville 
hing Ewen of the Virginia Central Rail-road connect at Gordonsville, and will 
leral convey Passengers to Richmond, Charlottesville and Staunton; reaching the former 
nent place by half-past 2 o’clock, in time to connect with all the Lines going South and 
sub- ai . W. B. BROCKETT, 

December, 8th, 1854. Agent. 
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through movement of shipments from Pacific Coast terminal ports 
of the intercoastal lines to Bahamas, Trinidad, British Guiana, Co- 
lombia, Costa Rica, Jamaica and Mexico, via New York, and to 
Halifax and St. Johns, via Boston or New York. The agreement 
establishes the through rates and divisions on commodities as shown 
in United States Intercoastal Conference Pacific Atlantic Coast East- 
bound Outport Minimum Rate List No. 1. The cost of transshipment 
is to be included in the agreed through rates except on shipments 
of wrapping paper to Mexican ports, powdered zinc in lots of over 
50 tons to Tampico or Vera Cruz, and on all shipments to which the 
minimum bill of lading charge is applicable, on which transshipment 
cost is to be absorbed by the on-carrying lines. 

American-Hawaiian, Arrow, California & Eastern, Luckenbach, 
Munson-McCormick, Nelson, Panama Pacific, Quaker, Transmarine, 
and Williams Steamship Company with American & Cuban, Atlantic 
Navigation, Munson, United Fruit, and Ward Line: Establishes and 
apportions through rates on specified commodities as shown in United 
States Intercoastal Conference Pacific Atlantic Coast West Indies 
Eastbound Minimum Rate List No. 1, moving from Pacific Coast 
ports to Cuban ports, transshipped at New York or Baltimore. The 
cost of transshipment is included in the on-carrying line’s propor- 
tions of the through rates. 

American-Hawaiian Steamship Co. with Panama Mail Steamship 
C.: Arrangement covering movement of hemp from Mazatlan, Mex- 
ico, to Atlantic Coast ports of the United States via San Francisco, 
the through rate to be based on direct line rates and apportioned 
equally between the parties, each of which assumes one-half of cost 
of transshipment. 

Standard Fruit & Steamship Co. with Redwood Line, Inc.: Ar- 
rangement providing for through movement of coffee from Vera 
Cruz, Mexico, to Pacific Coast ports of call of the Redwood Line 
upon a through rate of 90 cents apportioned on the basis of 40 cents 
to the originating carrier and 50 cents to the intercoastal line, the 
cost of transfer and tolls at New Orleans, the port of transshipment, 
amounting to approximately 5% cents, to be absorbed by the Standard 
out of its proportion of the through rate. 


SALE OF LINES OPPOSED 


Senator Fletcher, ranking Democratic member of the Sen- 
ate commerce committee, in commenting on the action of the 
Shipping Board in ordering specifications prepared looking to 
the sale of the United States Lines and the American Merchant 
Lines, said he thought it would be a mistake to sell the United 
States Lines. He expressed the belief that the board would 
be running the lines in the near future without net cost to 
the Treasury. He believed that the government inevitably must 
operate some merchant ships. He said he feared if private 
interests took over the lines, foreign shipping and commercial 
interests might obtain control of them. His statement, in many 
respects, was simply a reiteration of views on the merchant 
marine expressed by him on the floor of the Senate. 

Commissioners Myers and Sandberg, representing the Pa- 
cific coast on the board, believe an opportunity is afforded 
Pacific coast interests in the provision approved by the board 
that will permit bids to be made for the five combination pas- 
senger-cargo vessels of the American Merchant Lines for opera- 
tion from Pacific coast ports. These vessels, it was pointed 
out, could be used to advantage as fruit carriers. 


PANAMA CANAL TOLLS 


In June tolls collected on 481 commercial transits of the 
Panama Canal totaled $2,016,211.09, according to a radiogram 
received by the War Department. In the fiscal year ended 
June 30, 1928, 6,456 commercial vessels transited the canal, 
paying tolls amounting to $26,944,499.77, as compared with 
5,475 commercial vessels in the fiscal year 1927, paying tolls 
amounting to $24,228,830.11. 


SHIPPING BOARD RATE HEARING 


The Shipping Board has set for hearing at 45 Broadway, 
New York, August 16, No. 48, Boston Excelsior Co. et al. vs. the 
Mallory and the Southern steamship lines, and No. 38, T. G. 
Crowe et al. vs. the Southern Steamship Line. The latter pro- 
ceeding, in which a hearing was held at Philadelphia, was re- 
opened. It involves the question of what constitutes a com- 
pressed bale of cotton linters in connection with shipments 
from Texas ports to Philadelphia. The other case involves a 
similar question as to compressed bales of cottonseed hull fiber 
shavings. 


NEW YARD AT WINSTON-SALEM 


A new railroad yard, costing about $1,600,000 and contain- 
ing approximately 8 miles of track, new trcak scales, water 
service facilities, yard offices, etc., was opened at Winston- 
Salem, N. C., by the Norfolk & Western Railway Company 
July 9. The additions to the railroad’s facilities at that point 
include the double-tracking of the main line through the heart 
of the city for about two miles, from Fourth street to Oakland 
street, the construction of a new and larger bridge at Liberty 
street, and the elimination of two grade crossings by the build- 
ing of two overhead bridges at the yard, one for the state 
highway and one for the county. The new yard will be known 
as the North Winston Yard. The decision to build the new 
yard at Winston-Salem and otherwise improve the Norfolk & 
Western’s facilities at that place was based on the constant 
increase in the volume of business handled by the railway 
from, into, and through the Twin-Cities, it is explained. 
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RAILROADS TO TAKE OVER EXPRESS 


The Traffic World New York Bureai 


The uniform contract committee of the Association of 
Railway Executives, of which W. B. Storey, president of the 
Atchison, Topeka & Santa Fe, is chairman, has completed its 
final plans, under which the railroads of the United States are 
to take over the entire $300,000,000 annual express business of 
the country, now conducted by the American Railway Express 
Company. This plan, calling for the appointment of a few 
agents with broad powers to negotiate with the express com- 
panies, will be mailed to presidents of the railroads next Mon. 
day. The three or four agents created by this plan will be 
well-known railway executives who will be guided by complete 
legal instructions. 


Two plans are involved, according to Mr. Storey. One calls 
for the taking over of the property of the express company at 
cost, less depreciation, according to the contracts that expire 
February 28, 1929, and the other provides for the acquisition 
of all the stock of the express company. In case the first plan 
cannot be carried out, the agents can then proceed with nego. 
tiations to acquire all of the stock at a fair price. 


There has been some contention on the part of the express 
companies that certain properties, such as real estate, garages, 
and delivery equipment, do not come within the letter of the 
contract regarding “properties of line.’ In case there is any 
controversy regarding such properties, the agents would likely 
submit the determination of their value to arbitration. 


The plan provides for the formation of a new company 
under the name of which the railroads would handle the express 
business. The holdings in the new company, which would prob- 
ably be incorporated in Delaware, would be distributed among 
the various railroads in proportion to the amount of express 
business they have been handling. There is no provision for 
any exchange of stock of the new company for present stock 
of the American Railway Express Company. "When the agents 
have definitely driven the best possible deal with the express 
companies, the proposition will be returned to Mr. Storey’s com- 
mittee for final approval. 

In handling the large volume of express business, approxi- 
mately 100,000 employes are concerned in the operation of the 
American Railway Express Company. It is the intention of 
the railroads not to disturb the personnel of the organization. 


There has been considerable anxiety among shippers, send- 
ing a large volume of goods by express, as to whether there 
would be any changes in methods of handling express when 
the railroads take over the business. The contract committee, 
speaking for the railroads, has stated that there would be no 
change in methods of handling the business and that the public 
would never realize that any change had been made. 


When the contracts with the express company were re- 
newed in 1923, they were signed by the railroads with reluctance. 
However, the express company insisted on more than a one-year 
contract, asserting that it would be inadvisable for them to 
make expenditures for buildings and facilities that might be- 
come obsolete in a year. The carriers, operating under the 
contract, have been losing between $55,000,000 and $60,000,000 
annually. On the other hand, the American Railway Express 
Company has been guaranteed a return of 6 per cent on its 
capital and has actually been receiving around 7 per cent. 
Since the express company has been receiving a fair return, it 
was needless to ask the Interstate Commerce Commission for 
higher rates. The railroads sought authority from the Conm- 
mission to increase rates over their lines, but were advised they 
were bound by the contract with the express company. 


Last year the railway executives voted not to renew the 
contract with the American Railway Express Company, upon 
expiration in 1929. Plans were immediately undertaken to de 
termine the best method of taking over the business. 


COAL PRODUCTION AND SHIPMENT 


Total production of svft coal the week ended June 30 
amounted to 8,435,000 net tons, an increase of 44,000 tons as 
compared with the revised estimate for the preceding week, 
according to the Bureau of Mines of the Department of Com: 
merce. Anthracite production totaled 1,122,000 net tons, an in- 
crease of 39,000 tons as compared with the output in the pre- 
ceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended June 30 totaled 264,981 net tons, of which 163, 
519 tons were for New England delivery. At Charleston, S. C. 
351 tons were dumped. * 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended June 16 were reported 
as follows: Bituminous, 2,036; anthracite, 2,087. 


Anthracite shipped from Lake Erie ports the week ended 
July 1 totaled 59,330 net tons. 

Lake cargo bituminous coal shipment figures were not in: 
cluded in the report, the explanation being that they were not 
received for inclusion on account of the Fourth of July holiday. 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


A DEPENDABLE COMPANY 


CEICAGO BIRMINGHAM 
R. F. Thompson H. B. Rox 
2118, 105 W. Adams St. 201 Brokers Bldg. 
Phone Franklin 3774 Phone 4-4362 


DIRECT SAILINGS BETWEEN THE GULF 
AND CALIFORNIA PORTS 


INSURANCE RATES ARE THE LOWEST 
AVAILABLE ON A-1 SHIPS 


TO EOOTEOEO EO 


SHIPPING DOCUMENTS ARE HANDLED 
WITHOUT DELAY 


ALL INQUIRIES ARE ACCORDED PROMPT 
AND CAREFUL ATTENTION 


ST. LOUIS MOBILE 
Fred D. Royce Wm. Gorman 
1634 Arcade Bldg. 205 State Bldg. 
Phone CHestnut 4107 GULFPORT Phone 4214 
The Redwood Line 
West Pier 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Market St. Pier 1110 Lane Mortgage Bldg. 
215 Market St. 208 West Eighth St. 


Offices also in Portland, Seatile and Tacoma 


REDWOOD LINE, Inc. 


General and Local Offices Located: 
1421 New Orleans Bank Building - . NEW ORLEANS 














































































































Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions oy bys practical traffic 
Fang sg We do not desire to take the place of traffic man but to 
Ip him in his work. ‘ 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
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Sales—F. A. S.—Meaning Of 


New York.—Question: We would like to have your opinion 
on the following. 

We quoted a firm in Cuba, F. A. S. New York. According 
to our interpretation of the terms F. A. S. it is only necessary 
for us to deliver to the steamer, getting a clean dock receipt. 

We received an order from our Cuban friends and invoiced 
them for the material plus the consular charges, the cost of 
making up consular documents, and the freight forwarders’ 
usual service charge. 


Our customers refused to pay these charges, claiming that 
they should be included in the F. A. S. price. 

Answer: The National Foreign Trade Council, with the 
approval. of the National Association of Manufacturers, the 
American Manufacturers’ Export Association, the )American 
Exporters’ and Importers’ Association, the New York Produce 
Exchange, the New York Merchants’ Association, the Chamber 
of Commerce of the United States, the Chamber of Commerce 
of the State of New York, the United States Department of 
Commerce Foreign and Domestic Trade Bureau, and the Phila- 
delphia Commercial Museum, has put out a definition of the 
terms and abbreviations used in export trade. Among these 
export terms and definitions are the following: 


7. The seller may desire to quote a price covering delivery of the 
goods alongside overseas vessel and within reach of its loading tackle. 
In this case the proper term is: ‘“‘F. A. S. vessel (named port).” 

Under this quotation: 

A. Seller must 

(1) Transport goods to seaboard; 

(2) Store goods in warehouse or on wharf if necessary, unless 
buyer’s obligation includes provision of shipping facilities; 

h (3) Place goods alongside vessel either in a lighter or on the 
wharf; 

(4) Be responsible for loss and/or damage until goods have been 
delivered alongside the ship or on wharf. 

B. Buyer must 

(1) Be responsible for loss and/or damage thereafter, and for 
insurance; 

(2) Handle all subsequent movement of the goods; 

(3) Pay cost of hoisting goods into vessel where weight of goods 
is too great for ship’s tackle. 

8 The seller may desire to quote a price covering all expenses 
up to and intluding delivery of the goods upon the overseas vessel 
at a named port. In this case the proper term is: “F. O. B. vessel 
(named port).’’—‘F. O. B. named port’? has the same meaning in 
the best practice, but should be avoided altogether to prevent mis- 
understanding. 

Uader this quotation: 

A. Seller must 

(1) Meet all charges incurred in placing goods actually on board 
the vessel; 

(2) Be responsible for all loss and/or damage until goods have 
been placed on board the vessel. 

B. Buyer must 

(1) Be responsible for loss and/or damage thereafter; 

(2) Handle all subsequent movement of the goods. 


It would appear that under the above definitions the charges 
which are referred to in your letter must be assumed by the 
buyer where the term “F. A. S. vessel” is used. 

Tariff Interpretation—Published Rate Must Be Assessed 

Michigan.—Question: Tariffs containing rates on lime were 
filed by the carriers to become effective on a certain date. 
These rates were filed as a result of the Commission’s order 
after hearings. Upon one of the carrier’s tariffs being filed, it 
was rejected on account of one of the title page clauses not 
being as it should be, and was, therefore, corrected to become 
effective a week later. 

In the meantime, several cars moved on the new rate. 
Later on corrections were issued and presented for collection, 
but since carriers had been asked to withhold collection on 
account a claim having been filed on the Special Docket for 
relief from collecting the extra amount, the matter has stood 
in that way. 

The Commission now advises that the carrier’s rate of 11 
cents was not on the proper basis, and should be 13 cents, 
and also advises that authority to waive collection to that basis 
(13 cents), with the collection of 2 cents per cwt., would be 
granted. 

As we see it, this will give a retroactive effect to the rate 
on our shipments which moved during that week and on which 
higher rate was assessed than was prescribed by the Commis- 
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sion. We do not know of any authority whereby the carriers 
can correct the rate on all shipments which have moved on the 
rates now in effect, but to collect two cents more on our ship. 
shipments because the carrier’s tariff department made ay 
error when the tariff was issued, does not seem to be anything 
other than discrimination against us, a thing that the Act to 
Regulate Commerce prohibits. 

What is your opinion on this situation? 

Answer: A carrier must assess the legally published tariff 
rate, and can only refund or waive collection of the difference 
between a rate published in error and a rate ordered estab. 
lished by the Interstate Commerce Commission under an order 
of the Interstate Commerce Commission. B. S. L. & W. Ry, 
Co. vs. Magnolia Provision Co., 26 Fed. (2d) 72, and cases citeg 
therein, including Davis vs. Portland Seed Company, 264 U. §, 
403. In this case the Supreme Court said: 


The statute requires rigid observance of the tariff, without 
regard to the inherent lawfulness of the rates specified. It com. 
manded adherence to the published rate from Roswell; section § 
forbade any other charge. Observance of the lower rate from Pecos, 
put in without authorization, might have been forbidden, as pointed 
out in United States vs. Louisville & Nashville R. R. Co., supra; 
but it would be going too far to hold, as respondent insists, that 
the unauthorized publication established the lower rate as the maxi- 
mum permissible charge from the intermediate point—the only rate 
therefrom which could be demanded. 


Your remedy is to file a complaint with the Commission 
asking for an order directing the refund or waiver of the amounts 
paid by your company over and above charges based upon the 
rate ordered published by the Commission. 

Liability of Carrier for Loss Caused by Fire 

INinois—Question: Shipment was forwarded from point 
A in Illinois to point B in Illinois, under a straight bill of lading. 
Shipment arrived at destination in good condition on May 1), 
1928, and was not removed from freight house of the carrier 
by the consignee. On the night of May 16, during a severe 
storm, the freight house and entire shipment was destroyed 
by fire. It is the contention of the carrier that their freight 
depot was struck by lightning and, if so, they are exempted 
from liability by provision of paragraph 2 of the bill of lading. 
It is the contention of the consignee that he did not receive 
notice of the arrival of this shipment at destination until the 
evening of May 16, while it is the contetion of the carrier that 
the consignee was notified on May 15, the date of the arrival 
at. destination. ; 

We will appreciate your advising the responsibility of the 
carrier in this instance. 

Answer: Paragraph B, of section 1, of the Uniform Bill of 
Lading Contract Terms and Conditions, reads as follows: 


No carrier or party in possession of all or any of the property 
herein described shall be liable for any loss thereof or damage thereto, 
or delay caused by the act of God, the public enemy, the authority 
of law, or the act or default of the shipper or owner, or for natural 
shrinkage. The carrier’s liability shall be that of warehouseman, 
only, for loss, damage, or delay caused by fire occuring after expira- 
tion of the free time allowed by tariffs lawfully on file (such free 
time to be computed as therein provided) after notice of the arrival 
of the property at destination or at the port of export (if intended 
for export) has been duly sent or given, and after placement of 
the property for delivery at destination, or tender of delivery of 
the property to the party entitled to receive it, has been made. 


Section A-1, rule 2, of Agent B. T. Jones’ Storage Tariff, 
I. C. C. 1867, provides: 


Except as otherwise provided in paragraph 2 and 3, notice shall 
be sent or given consignee or party entiled to receive same by car- 
rier’s agent in writing, or as otherwise agreed to in writing by 
carrier and consignee, within twenty-four hours (one dayy after 
arrival of shipment, and billing at destination, such notice to specify 
point of shipment and commodity. Section A-1, of Rule 3 of the 
Storage Tariff provides: 

Forty-eight hours’ (two days) free time will be allowed on all 
commodities except the more dangerous explosives, as described in 
Rule 6, Section A, for the removal of inbound freight from car or rail- 
road premises, or to complete a carload shipment and furnish for- 
warding directions therefor. 


Under section A-1, rule 2, of the storage tariff, notice of 
arrival is to be given within twenty-four hours after arrival of 
the shipment and billing at destination, and under section (C, 
rule 4, of the storage tariff on inbound freight held for removal, 
time will be computed from the first 7 a. m. after the day on 
which notice of arrival is sent or given to the consignee. 

Under paragraph B, section 1, of the Bill of Lading Con- 
tract Terms and Conditions, the carrier is liable as such for 
loss or damage occurring prior to the expiration of free time, 
i. e., forty-eight hours or more, as provided for in section A-1, of 
rule 3, of the storage tariff, except that caused by an act of God. 

All the authorities seem to agree that loss by fire, unless it 
is caused by lightning, does not come within the exception of 
“act of God,” and accordingly is chargeable against the com- 
mon carrier. Hale vs. New Jersey Steam Nav. Co. (Conn.), 
39 Am. Dec. 398; C. & N. W. vs. Sawyer (Ill.), 18 Am. Rep. 
613. This is on the theory that, no matter how free from blame 
or negligence the carrier may be, or how accidental or in- 
evitable the conflagration, the fire must, save in the case of 
lightning, have originated by human means and so cannot be 
said to be an act of Deity. This rule holding a carrier respon- 
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HREE weeks to the close of Great Lakes 

navigation in Wisconsin—the winter’s coal 
supply yet to be unloaded from the barges by the 
Company’s coal tower—ice already forming. 


And then—the main hoist motor went out of 
service. 


In response to a long distance call for help, two 
G-E Service Shop men were on their way that 
night. Rewinding of both stator and rotor was 
required. The rotor was sent back to the Service 
Shop for repairs, while the men worked at the top 
of the tower for five days rewinding the stator, 
unprotected from the rapidly dropping temper- 
ature. Eleven days after the emergency arose, 
the coal was again being hoisted. 


Such is the G-E standard of service. It pays to 
feel that men who know how will take care of 
you in an emergency. There are G-E Service 
Shops in 21 cities. There is one near you. 


You are never out of reach of G-E 
Service. Express will reach the nearest 
Service Shop overnight. If the job is 
too large to ship, experienced men 
will come to you. Our shops are 
Pere tace mis meotomcolirenculstmulacar 


Atlanta Eric OFl antares 
Buffalo Fort Wayne Philadelphia 
Chicago Kansas City Pittsfield 
Cincinnati Los Angeles St. Louis 
Cleveland Lynn Salt Lake City 
Dallas Minneapolis Schenectady 
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sible as an insurer in the event of fire, is alike inflexible and 
certain, yielding to no hardship. But if some other factor, in 
itself of such a character as to come within the designation 
“act of God,’ can properly be deemed to be the proximate, 
direct and efficient cause of the loss, then it seems that the 
carrier may avoid responsibility although a fire may have par- 
ticipated in the actual destruction of the goods. Thus where 
a furious wind blows from the track a car containing goods 
which are destroyed by fire that immediately follows without 
negligence on the part of the carrier, as the result of the over- 
turning of the car in which are burning a lamp and a coal fire, 
it seems that the carrier will not be liable, as in such a case 
the violence of the wind may be deemed to be the cause of 
the loss, the fire following, if not instantaneously, immediately 
thereafter without negligence or any wrongful act of the carrier 
intervening to produce it, being regarded as merely resulting 
and incidental. Blythe vs. D. & R. G. (Colo.), 25 Pac. 702. See 
also Chevalier vs. Strahan (Tex.), 47 Am. Dec. 639, wherein 
it was intimated that if a storm should arise and drive a fire 
with resistless fury on cotton in course of transportation when 
placed at a suitable distance therefrom, the carrier’s liability 
might perhaps be avoided. 

It has also been held that when a fire from burning woods 
was driven by a tornado into a town, and destroyed a lot of 
freight cars, the loss resulted from an “act of God.” Penna. 
R. Co. vs. Fries, 87 Pa. St. 234. 

In the instant case the determination of the carrier’s lia- 
bility is dependent upon whether or not the storm or lightning 
was the proximate cause which set the immediate cause, i. e., 
the fire, in operation. If the starting of the fire cannot be 
traced to the storm or to lightning, the carrier is liable for 
the value of the goods which were destroyed. The burden is, 
of course, upon the carrier when it seeks to escape liability 
on the ground that the loss of the goods was the result of 
an act of God, to prove that the act of God, without any neg- 
ligence on its part, was the proximate cause. 


Delivery at Non-Agency Stations—Liability of Carrier 


Oregon.—Question: We would appreciate information on 
the following: 

When shipments are destined to non-agency stations and 
during the course of transit the shipment is transferred at the 
junction point into a car and is sealed and set out under seal 
at destination, has a shipper any recourse to recover loss sus- 
tained from the carrier under a condition of this kind? 

Answer: Paragraph B, of section 4, of the Uniform Bill 
of Lading Contract Terms and Conditions, provides that: 


Property destined to or taken from a station, wharf, or landing 
at which there is no regularly appointed freight agent, shall be en- 
tirely at risk of owner after unloaded from cars or vessels or until 
loaded into cars or vessels, and, except in case of carrier’s negligence, 
when received from or delivered to such stations, wharves, or land- 
ings, shall be at owner’s risk until the cars are attached to and 
after they are detached from locomotive or train or until loaded 
into and after unloaded from vessels. 


With respect to the delivery of goods at non-agency station, 
the Supreme Court, in decision in Y. & M. V. R. R. Co. vs. 
Nichols & Co., 256 U. S. 540, said: 


Less-than-carload freight awaiting shipment must ordinarily be 
left on the station platform to be picked up by the passing train 
and lots arriving must be dropped on the platform to be called for 
by the consignee. At such stations the situation in respect to car- 
load freight is not materially different. And this is true whether 
the car be loaded for shipment on the public siding or on a neigh- 
boring private siding, and whether the arriving loaded car be shunted 
onto a public siding or a private siding. There carload, as well as 
less-than-carload freight, whether outgoing or incoming, must ordi- 
narily be left unguarded for an appreciable time. It is not un- 
reasonable that shippers at such stations should bear the risks 
naturally attendant upon the use. The reason why an agent is not 
appointed is that the traffic to and from the station would not justify 
the expense. The station is established for the convenience of ship- 
pers customarily using it. And the paragraph here in question was 
apparently designed to shift the risk from the carrier to shipper or 
consignee of both classes of freight. It does so in the case of less- 
than-carload freight by having the carrier’s liability begin when 
the goods are put’ on board cars and end when they are taken off. 
It does so in the case of carload freight by limiting liability to the 
time when the car is attached to or detached from the train. But, 
at a station Where there is a regularly appointed agent, it would be 
oviously unreasonable to place upon the shipper after a bill of lading 
has issued, the risks attendant upon the loaded car remaining on 
the public siding because it has not yet been convenient for the 
carrier to start it on its journey. 


We are, therefore, of the opinion that the carrier cannot 
be held liable for goods delivered at such a station. See, in 
connection with this question, Morrison Tent, etc., Co. vs. IIl. 
Cent. R. Co., 190 Mo. A. 67, 175 S. W. 220, and Allam vs. Penn- 
sylvania R. Co. (Pa.), 38 O. 709. 


Routing and Misrouting 


South Dakota.—Question: A carload shipment originating 
on the C. C. C. & St. L. Ry., destined to a station on the C. St. 
P. M. & O. R. R., was routed “Big 4 Peoria M. & St. L., clo 
C. & N. W. beyond” and apparently was intended by the ship- 
per to give the M. & St. L. a switching movement only at Peoria. 
The carriers, however, contend that it couldn’t have such a 
meaning, as the M. & St. L. could not perform the switching 
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movement, and that the correct meaning, whether intended or 
not, gives the M. & St. L. Ry. line-haul movement. 

If it is impossible for the M. & St. L. to perform a switch. 
ing movement, then could not the instructions on the bill of 
lading be considered as impossible of execution and, under 
Conference Ruling 474, part C, are not the carriers responsible 
for the lowest rated route, which is via the Big 4, Peoria, and 
the C. & N. W. lines out of Peoria via Clinton? 

Your opinion on this subject and any citations will be 
appreciated. 

Answer: While we can locate no decision of the Com. 
mission directly in point, it is our opinion that there was noth. 
ing in the routing instructions in the instant case to indicate 
that a switching movement via the M. & St. L. was desired. 
We are, therefore, of the opinion that the carriers were justi- 
fied in forwarding the shipment via the cheapest route com- 
posed of the lines specified by the shipper in the bill of lading. 

Freight Charges—Liability of Shipper 

California.—Question: We ship carload vegetables on 
straight bill of lading under the customary shipping bond, and 
in all instances sign section 7 of the bill of lading 

A considerable portion of our shipments are handled by us 
on consignment for the grower, and shipped to eastern houses 
who handle shipments on consignment for us. 

Our consignees notify the carrier that we, the shippers, 
are the beneficial owners. 

After our representatives have made accounting to us 
and we have made accounting to the grower, we frequently 
receive balance due bills from the carrier for excess charges, 
or on account of mistakes in collecting the lawful charges. 

Our representatives, having made accounting to us, have 
no money to apply on the shipment, and we, having made ac- 
counting to the growers, have no money to apply on the ship- 
ment, and the grower, not showing on the bill of lading contract, 
will not make any extra adjustment. 

Should we consider these balance due bills as uncollectible 
items under the bill of lading contract, and are we justified in 
refusing to pay same to the carrier? 

Answer: Paragraph 2 of section 3 of the interstate com- 
merce act contains the following provision: 


Where carriers by railroad are instructed by a shipper or con- 
signor to deliver property transported by such carriers to a con- 
signee other than the shipper or consignor, such consignee shall 
not be legally liable for transportation charges in respect of the 
transportation of such property (beyond those billed against him at 
the time of delivery for which he is otherwise liable), which may be 
found to be due after the property has been delivered to him, if the 
consignee (a) is an agent only and has no beneficial title in the 
property, and (b) prior to delivery of the property has notified the 
delivering carrier in writing of the fact of such agency and absence 
of beneficial title, and, in the case of a shipment reconsigned or 
diverted to a point other than that specified in the original bill of 
lading, has also notified the delivering carrier in writing of the name 
and address of the beneficial owner of the property. In such cases 
the shipper or consignor, or in the case of a shipment so reconsigned 
or diverted, the beneficial owner, shall be liable for such additional 
charges, irrespective of any provisions to the contrary in the Dill 
of lading or in the contract under which the shipment was made. 
An action for the enforcement of such liability may be begun within 
the period provided in paragraph (3) of section 16 or before the ex- 
piration of six months after final judgment against the carrier in 
an action against the consignee begun, within the period provided 
in paragraph (3) of section 16. If the consignee has given to the 
earrier erroneous information as to who the beneficial owner is, 
such consignee shall himself be liable for such additional charges, 
notwithstanding the foregoing provisions of this paragraph. 


If, as we presume, you are shown in the bills of lading 
covering shipments made under the circumstances set forth in 
your letter as the consignor of the shipments, and the con- 
signee thereof is given the right by the above quoted provision 
of the act to exempt himself from liability for an undercharge 
by notice to the carrier that he is an agent and has no bene- 
ficial title in the goods, we do not see how you can escape 
liability for undercharges on the shipments in question. See 
N. Y. C. R. Co. vs. Singer Manufacturing Co., 131 Atl. 111, citing 
L. & N. vs. Central Iron and Coal Co., 256 U. S. 57, holding that 
where the bills of lading are signed by a party as shipper, one 
who signs a bill of lading as shipper unless the contrary ap- 
pears, is presumably the consignor and liable for an under- 
charge. Your anly recourse is to issue bills of lading in such 
a manner as to show that you are an agent and not a prin- 
cipal in the forwarding of the goods. 

Limitation of Actions—Amount Erroneously Refunded as 

Overcharge 

New York.—Question: I have just read on page 1609 of 
The Traffic World of June 30, 1928, the decision of the United 
States Circuit Court of Appeals for the Eighth District, in case 
No. 7656, T. M. Partridge Lumber Co., plaintiff in error, Vs. 
Michigan Central, defendant in error. I note that the court 
was divided on the case in respect to the law under which the 
action should have been brought, the two district judges deciding 
that the cause of action had not come under section 16 of the 
interstate commerce act; that the carrier’s suit was not one for 
freight charges due, but that it should be classed as a suit for 
recovery of money erroneously paid. However, Circuit Judge 
Van Valkenburgh, while concurring in the disposition of the 
case, which was a dismissal, believed that the action was one 
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for the recovery of freight charges and might properly come 
under the statute of limitations of the interstate commerce act. 
What I would like to know is whether this case decides the 
question as to whether or not erroneously paid claims subse- 
quently sued for by the carriers fall within the purview of the 
statute of limitations governing the collection of freight charges, 
or any part thereof, paragraph No. 3, section 16, of the inter- 
state commerce act. 

Answer: The decision of the Circuit Court of Appeals for 
the Eighth District in the Partridge Lumber Company case does 
not definitely determine the question of whether an action 
such as that involved, is one governed by the provisions of 
paragraph 3, of section 16, of the act, or one on implied con- 
tract to refund money paid through error. Only a decision 
by the Supreme Court of the United States will settle the 
question. Assuming, as the Court of Appeals held, that the 
federal courts have no jurisdiction of such an action unless it 
be an action under paragraph 3 of section 16 of the act, it is 
not likely the carriers will appeal the case, for the reason that 
if the Supreme Court of the United States should reverse the 
decision of the Court of Appeals and hold that the action was 
one governed by paragraph 3 of section 16 of the act, the car- 
rier’s right of recovery would, in all probability, be held to be 
barred by the three-year period of limitation provided for 
therein. It is probable that the carrier will bring an action 
in a state court unless such an action, i. e., one on an implied 
contract to refund money paid through error, is at the present 
time barred by the state statute of limitations. 


Routing and Misrouting—Switching vs. Road Haul for Terminal 
Carrier 


INinois—Question: Will you please give us authority for 
the rule used in routing of freight, which permits a connecting 
carrier to take their maximum haul when the bill of lading 
routing specifies the word “delivery” after the delivering carrier, 
that is, tendering a car at a common point in switching service 
to the delivering line, while the omission of the word “delivery” 
requires the connecting carrier to give the delivery line a road 
haul? 


Answer: Under the opinion of the Commission in McCoach 
& Company vs. N. Y. P. & N., 42 I. C. C. 171, a carrier may not 
in all instances where the word “delivery” is used in connection 
with the terminal carrier shown in the bill of lading forward 
the shipment via a route which will afford the initial or inter- 
mediate carrier its maximum haul. In the case referred to the 
Commission held that where the word “delivery” in connection 
with the terminal carrier is shown in the bill of lading, the 
shipment must be forwarded via a route which will give that 
carrier a road-haul movement instead of a switch movement, 
if a lower rate is applicable via the route affording the terminal 
carrier a road-haul movement than via the route which will 
give the terminal carrier a switch movement. In other words, 
the specification of “delivery” in connection with the terminal 
carrier requires the initial carrier to forward the shipment via 
the route over which the cheapest rate applies in connection 
with the terminal carrier, whether that line receives a road 
haul or a switch movement. 


Fourth Section Departures—Aggregate of Intermediates 


California.—Question: Please refer to your answer to “Cal- 
ifornia,” on page 605 of The Traffic World for March 10, 1928. 

Question No. 1: Please let us know if the Commission 
does not consider the aggregate of the intermediate clause of 
the fourth section violated by reason of the fact that a com- 
bination of two fourth section rates between two points makes 
a lower rate than an unrestricted through rate between those 
points. Please give us reference to a decision by the Com- 
mission holding this view. 

Question No. 2: Please refer us to decisions of the Com- 
mission where it has held that a combination rate between two 
points composed of one or more fourth section rates and an 
open rate resulting in a lower rate than is in effect to inter- 
mediate points to be not in violation of the long-and-short-haul 
provisions of the fourth section. For example: On a direct 
line, 

Rate from A to B—Fourth section rate. 

Rate from A to D—Open rate. 

Rate from A to D—Combination rate composed of the sum 
of the fourth section rate from A to B, plus open rate from 
B to D. 

If such combination of rates results in a lower charge from 
A to D than from A to C, has the Commission held this to be 
not in violation of the fourth section? 


Answer: With respect to your question No. 1, we can lo- 
cate no decision of the Commission in which this question has 
been at issue, but it is our opinion that the Commission would 
hold that any through rate in excess of the lowest combination 
of intermediates, whether the intermediate factors are factors 
as to which fourth section relief had been granted or otherwise, 
is unreasonable to the extent that it exceeds the sum of the 
intermediate rates. The above, however, is subject to the quali- 
fication that not every through rate which exceeds the sum 
of the intermediates is unreasonable, although prima facie so. 
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See Hamm Brewing Company vs. Director-General, 107 I. C. ¢ 
600, in which case the Commission, on page 602, said: 


Joint rates which exceed the aggregate of the intermediates haye 
uniformly been found by us to be prima facie unreasonable. In the 
present case the presumption of unreasonableness has been overcome 
by the showing that the sum of the intermediate commodity rates 
was less than a reasonable maximum charge. 

We find that the rate assailed was not unreasonable. 
plaint will be dismissed. 


The com- 


With respect to your question No. 2, in our opinion the 
fourth section violation exists in the rate from B to D as com. 
pared with the rate from B to C, and not in the comparison of 
the rate from A to D with the rate from A to C. The remoya] 
of the fourth section violation in the rate from B to C as com. 
pared with the rate from B to D, unless the departure is pro. 
tected by a fourth section order, is the proper remedy. If, 
however, the fourth section departure is protected by a fourth 
section order, the case is one which, in our opinion, falls withip 
the purview of our answer to “California,” on page 605 of the 
March 10, 1928, Traffic World. We cannot locate an opinion 
of the Commission in point. 

Tariff Interpretation—Application of Rufe 10 to Articles Subject 
to Rule 34 

Pennsylvania.—Question: We would appreciate your opin. 
ion, also any Interstate Commerce Commission decisions cover. 
ing cases similar to the one mentioned below: 

A shipment in a 40-foot car moving from Southern Classi- 
fication territory to a point in Official Classification territory 
subject to rule 34, one of the items subject to commodity rate, 
the other to class rate. There are no through rates from this 
point. 

In the assessment of charges, can the carrier charge the 
minimum weight as provided in rule 34 on each of these com. 
modities, which figure cheaper when taking same as separate 
carloads? 

In our opinion, from the reading of rule 34, the minimum 
weight for each of the commodities must be charged. However, 
we would like to know if the Commission has passed upon the 
reasonableness of charges so made. 

Answer: It is our view that all the provisions of rule 10 
respecting the “highest rate” and “highest minimum weight” 
provided for any of the articles to be loaded as a mixed ship- 
ment contemplate a comparison of (1) the carload rates, and 
(2) the carload minima, applicable to each article when shipped 
in straight carloads. It is contemplated in tariff publication 
that the shipper shall be able to compute his rates before actual 
shipment. Following up this theory, rule 10, in effect, directs 
the shipper to first determine the straight carload rate, with 
its corresponding minimum weight, on each article; then, by 
comparison, to select the highest rate and (as to section 3-A) 
the highest minimum weight of all the rates and all the minima 
involved. This section will form the basis of charge when these 
articles are all loaded into the same car. 

This mixture is not found to be subject to rule 34, even 
though some or all of the articles shipped separately, would be 
subject to the latter rule. If we were to hold that the mini- 
mum weight on one of the articles could be enhanced by the 
size of car ordered for the mixed shipment, it would be the 
equivalent of saying that before we can determine the minimum 
weight (on articles subject to rule 34 when in straight carloads) 
for comparative purposes in arriving at the minima for the 
mixed carload, we must first decide what size of car we will 
order for the mixture, then use that length of car in connection 
with rule 34, for the purpose of determining the individual 
minima. This manner of construction would lead us into a 
circle and get us nowhere. The minimum of the oil would 
be determined only by the minimum for the mixture, and 
the minimum for the mixture, according to the rule, de- 
pends upon the minimum of the oil in carloads. We cannot 
use the size of car to be used for the mixed shipment in 
determining the individual minima. Neither may we assume 
that the lowest minimum, that is, the one fixed for the shortest 
car, is proper to use for comparative purposes, for that would 
be to assume the size of car which would have been ordered 
for the oil had it been forwarded in straight carloads, whereas 
the shipper, through error or otherwise, might have ordered 
a car larger than the standard. 

We cannot satisfy ourselves that any specific basis for mix- 
tures is provided for articles subject to rule 34, for it is not 
possible to determine what the individual minima are, for 
working out the minimum weight for the mixture. Briefly, the 
individual minima must, according to rule 10, section 3-A, fix 
the mixed minimum weight. The latter cannot fix the former. 
The former cannot be determined, for there is no rule requiring 
the minima fixed for any particular sized car to be used in 
working out the comparison, on which comparison the entire 
application of the rule is predicated. Note the highest minimum 
to be selected must be one fixed for “any of the articles therein,” 
and not the minimum applicable to a mixed carload of all the 
articles loaded therein. We do not locate a case in point, 
passed upon by the Commission. 

Tariff Interpretation—Application of Intermediate Rule 

Minnesota.—Question: During the months of August, Sep 
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Competition “Demands 


that we serve this 6 billion dollar 
market from within 


REATER INDIVIDUAL purchasing 

power, increasing —— and new 
and favorable sectional rate structures are 
changing the marketing map of the nation. 
Sharply defined marketing areas have 
appeared with a combined buying power 
that is demanding new standards of 
service. 


Alert business analysts have turned to 
industrial decentralization as an economic 
necessity in ——— competition within 
these areas, and in reducing the rising cost 
of marketing. ~ 


' , . 

Pre-eminent as one of these major market- 
ing areas, is the Great Southwest, with a 
population of 12 million and an annual 
purchasing power of 6 billion dollars. Here 
is a self-contained unit market with popula- 
tion and buying power that is now more 
than sufficient to safeguard Industrial in- 
vestment. 


Already 1365 far-visioned American 
Institutions have chosen DALLAS as the 
logical Industrial and Distribution center 
from which to serve this wealthy trade 
area. They chose Dallas---because of its 
advantageous central location in relation 


to the territory, population and buying 
power of the Southwest. 


Dallas, interested in the success of these 
institutions, has constantly sought to de- 
velop her facilities as a manufacturing and 
distribution center. As a result, no city of 
equal size can show a more a developed 
package car system. Over two-thirds of the 
population and wealth of this territory is 
served by one-day express. Handling and 
distribution problems have been adequately 
solved. 


The complete story of how Dallas is 
prepared to assist Industry in economically 
serving the Southwest,as well as a complete 
market analysis of this section, is available 
to interested executives. Seven distinct 
“agen of literature, built on facts supplied 

y recent surveys of two leading American 
Industrial engineering firms, are ready for 
distribution (see list at right). Any or all of 
the seven will be sent on request. Please 
address: 


Industrial Dallas, Inc. 
1122 Chamber of Commerce Bldg. 


Dallas 






D 





allas 


the Southwest-Twelve Million People 
-Six Billion Dollar Market « « « e@ 


ie Industrial and Distribution Center of 





Reasons ‘Why 


Dallas 


Dallas is presenting FACTS to Amer- 
ican Industry based on two surveys of 
the Southwest and the facilities of Dallas 
to serve it. All statements are sub- 
stantiated by the two leading American 
firms of industrial engineers that con- 
ducted these exhaustive surveys. 


1. 


GENERAL MARKET MAP: A 
graphic chart of best market area 
based on population and purchasing 
power. Shows railway and inter- 
urban lines; highways, package car, 
express and truck delivery zones; 
size and accessibility of cities and 
towns within 100-200-300 miles radius. 
MARKET ANALYSIS OF THE 
SOUTHWEST: Economic trend, 
income, distribution of population 
and wealth, and comparison of 
Southwest with other markets. 
SERVING THE SOUTHWEST 
FROM DALLAS: A complete ana- 
lysis of transportation facilities; 
freight rates inbound and in L.C.L. 
to consuming market; cost and ac- 
cessibility of warehousing; cost of 
office and building space; contains a 
number of interesting market maps. 
MANUFACTURING FACILI- 
TIES: An exhaustive analysis of 
Labor, Power, Fuel, Raw Materials, 
Taxation, Factory Sites, with com- 
parative costs for various industries. 
DALLAS AS ACITY IN WHICH 
TO LIVE: An interesting descrip- 
tive and pictorial study of DALLAS 
as a place in which to live and work. 
Dallas, frequently referred to as the 
New York of the Southwest, with 
its amazing sky line and lively bus- 
tle, is a revelation to those who 
think of Texas in terms of the cow- 
boy and longhorn cattle. 
GROWTH OF DALLAS: A re 
markable trend of progress based on 
FACTS. 

TEXAS CORPORATION LAWS: 
Proving the favorable attitude of 
Texas toward industry. Legal forms 
and procedure clearly explained. 


In addition, Dallas is prepared to make 
special market investigations along spe- 
cific lines for executives planning to 
serve the SOUTHWEST from within. 
Request kept in strictest confidence. 
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tember and October, 1926, we shipped several carloads of ma- 
terial from “A” in Michigan to “X” in Minnesota, but upon 
receipt of the freight at destination, paid freight charges on the 
basis of rate in effect from “B” in Indiana to “X” in Minne- 
sota, the rates from “A” and “B” both being carried in B. T. 
Jones’, agent, I. C. C. 1731; rates from Michigan being subject 
to Official Classification and rates from Indiana subject to 
Western Classification, “A” being directly intermediate to “B” 
via an authorized route in the tariff. 

It is now contended by the carriers that they cannot legally 
or lawfully apply the rate from “B” on this traffic, although 
there has been no fourth section relief asked for or granted. 
In view of the fact that both of these rates are carried in the 
same tariff, it has been our contention that charges as assessed 
were in order and that nothing further was due. 

Please advise your opinion in the matter. 

Answer: If we are correct in our understanding that there 
is a specifically published rate from “A,’’ Mich., to “X,’’ Minn., 
the fact that “A,” Mich., is intermediate to “B,’’ Mich., will not 
permit of the application of the lower rate applying from the 
latter point on traffic from “A,” Mich. See Davis vs. Portland 
Cement Co., 264 U. S. 403, in which case the Commission said: 


What liability did the carrier incur by publishing a rate from 
Pecos lower than the scheduled one from Roswell without the Com- 
mission’s permission, and thereafter imposing and collecting the 
higher rate upon the shipment to Walla Walla? 


Construing the words of section 4 literally, it is argued that 


unless some property moved over the longer distance at the lower 
rate before greater compensation was charged for transporting like 
property over a shorter one, there was no violation of law. We 
cannot accept this view. It "does not accord proper weight to im- 
perative requirements concerning publication of rates and subse- 
quent observance of them. The Commission holds, for example, that 
although the schedule contains a plain clerical error, nevertheless 
no other charge may be demanded and the shipper may recover any 
—. Lamb-Fish Lumber Co. vs. Y. & M. V. R. R. Co., 42 I. C. C. 

The record shows, we think, that the carrier violated the statute 
by publishing the lower rate for the longer haul without permission 
and, prima facie at least, incurred the penalties of section 10. Also, 
it became “liable to the person or persons injured thereby for the 
full amount of damages sustained in consequence of * * * such viola- 
tion,’’ together with reasonable counsel fees, as provided by section 
8. But mere publication of the forbidden lower rate did not wholly 
efface the higher intermediate one from the schedule and substi- 
tute for all purposes the lower one, as a supplement might have done, 
without regard to the reasonableness or unreasonableness of either. 


Misquotation of Rate 

Illinois —Question: I will appreciate it very much if you 
can cite me action of the Interstate Commerce Commission 
bearing on the following: 

Mr. Doe wished to bid on a contract from Springfield, IIl., 
to Philadelphia, Pa., and called up Railroad “A” for the proper 
rate applicable. He was quoted xxc per one hundred pounds. 
Based on this quotation, Mr. Doe received the contract, ship- 
ment was made and billed at the rate quoted by the railroad. 
The shipment arrived -at destination and freight charges were 
paid. 

Several months later, the shipper was asked to pay an 
undercharge of approximately two hundred dollars, due to the 
fact that the railroad company had quoted the incorrect rate. 

Interstate Commerce Commission Conference Ruling 314 
makes it the duty of the delivering carrier to collect the lawful 
rate and to go so far as to exhaust all of its legal facilities 
so to do. This, the railroad is attempting to do in this instance. 
The consignee at Philadelphia is no more and the shipper has 
no recourse for the collection of the difference in the freight 
charges. 

At the present time, the shipper is not damaged, but if he 
is compelled to pay the two hundred dollar undercharge, he 
will then become damaged. The railroad company admits its 
error and is willing to rectify the matter, providing we can 
cite some similar case where a decision has been rendered by 
the Interstate Commerce Commission that would permit him 
to deviate from his obligations under Conference Ruling 314, 
which is to use all his legal efforts to collect the undercharge. 

I am quite certain that the Interstate Commerce Commis- 
sion has ruled in connection with similar matters, but I am 
unable to find same and will appreciate it if you will assist me 
in this matter. 

Answer: The Interstate Commerce Commission has held 
in a number of cases that a shipper is charged with notice of 
the lawful tariff rate and that a misquotation of a rate is not 
ground on which to base a complaint for reparation. See Ari- 
zona Corporation Commission vs. A. E. R. R. Co., 102 I. C. C. 
578; Obear-Nester Glass Co. vs. Mo. Pac., 41 I. C. C. 446; Utah 
Wholesale Grocery Co. vs. N. & W. Ry. Co., 39 I. C. C. 345; 
also Henderson Elevator Case, 226 U. S. 441, and T. & P. vs. 
Mugg, 202 U. S. 242. While under section 6 of the act, a 
carrier who shall misquote the applicable rate upon written 
request made upon the agent of the carrier is liable to a penalty 
of $250, this penalty accrues to the United States and not to 
the shipper. 

Reconsignment—Out of Line or Back-haul Movement 

Florida.—Question: We would like your opinion on the 
following: 

A carload of citrus, fruit shipped from Florence Villa, Fla., 
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originally billed to Akron, O., routed via A. C. L.-Jesup-Southerp 
Railway-Cincinnati, Ohio-Pennsylvania Lines, and reconsigneg 
after arrival at Akron, O., to Cleveland, O., via Pennsylvania 
Lines-Crestline, Ohio-Big Four Consolidated Fruit Auction De 
livery. 

We contend that the correct rates to apply are the through 
rate of $1.05 per box from Florence Villa to Cleveland, pub. 
lished in Glenn’s I. C. C. A-548, plus the out-of-line haul charge 
on the Pennsylvania Railroad of 9 cents per hundred pounds 
authorized in Pennsylvania Railroad I. C. C. F-2036, plus a re. 
consigning charge of $6.30 at Akron, O. 

The Pennsylvania Railroad claims that the correct rate js 
$1.05 per box from Florence Villa to Akron, O., plus the loca] 
rate from Akron to Cleveland of 33% cents per hundred pounds 
they contending that rule 4 (b) of their I. C. C. F-2036 provides 
that in order to secure the benefit of the back or out-of-line hay 
charges, the movement to final destination must be over the 
Pennsylvania Lines. 

The car could have been routed via Pennsylvania Lines 
direct from Akron to Cleveland, but as the Pennsylvania Rail. 
road cannot make Big Four Consolidated Fruit Auction Delivery, 
we, of course, were compelled to route the car via Crestline. 
Big Four route. 

Answer: We see nothing in the provisoins of Pennsylvania 
Railroad Tariff I. C. C. F-2036, which restricts the application 
of item 30 to shipments moving to final destination via the 
Pennsylvania lines. As a matter of fact, the provisions of this 
item appear to be contrary to the findings of the Commission 
in its decision in Baker Reid Lumber Co. vs. B. & O. R. R. Co, 
74 I. C. C. 489, and Diversion and Reconsignment Rules, 6] 
I. C. C. 385. 


| Personal Notes 
No RH 

John J. Esch, formerly a member of the Commission, Charles 
Kerr, formerly judge of the circuit court at Lexington, Ky., and 
of the United States Court at the Canal Zone, and A. K. Shipe, 
formerly special assistant to the Attorney-General of the United 
States, have become associated in the general practice of law 
and in the handling of matters before the departments and 
commissions at Washington. Cleveland A. Newton, formerly 
a member of Congress from Missouri, Marion C. Early, and 
Robert W. Woolley, formerly a member of the Commission, 
will be associated with the firm, the name of which is Esch, 
Kerr, Newton and Shipe. Mr. Esch is taking a vacation in 
Wisconsin and will return to Washington about September 1. 

In The Traffic World of July 7, in this column, appeared 
the names of Henry Shearer and others as officers of the Great 
Lakes Regional Advisory Board. This was an error. They are 
officers of the railroad contact committee of that board. 

Howard Elliott, chairman of the board of the Northern 
Pacific, died at Dennis, Mass., where he was spending the sum: 
mer with his daughter, July 8. He was 68 years old. 

A. B. Beene has been appointed traveling freight agent, 
Missouri & North Arkansas, at Harrison, Ark. 

K. F. Poelling has been appointed soliciting freight agent, 
Kansas City Southern and Texarkana & Fort Smith, at Kansas 
City, succeeding W. E. Nicholson, resigned. 


O. P. Kellogg has been appointed general freight agent, C. M. 
St. P. & P., at Seattle. Harry Rowe has been appointed assist- 
ant general freight agent at Seattle, succeeding A. A. Wilson, 
transferred at his request. 


C. E. Bradley has been appointed district freight repre 
sentative, B. & O., at Birmingham, Ala., succeeding J. A. Boyce, 
Jr., promoted. 

E. F. Blythe has been appointed traveling freight agent, 
Canadian Pacific, at Chicago. 

Robert Brennan, of Los Angeles, who has been chief trial 
attorney on the coast lines for the Santa Fe since 1915, and 
who served in the same capacity for the United States Railroad 
Administration, has been made general attorney and placed at 
the head of the company’s legal department in California. 

George W. Collins, general traffic manager of the Peters 
Cartridge Company, Cincinnati, O., has been reelected chairmal 
of the traffic committee of the Sporting Arms and Ammunition 
Manufacturers’ Institute of New York. The traffic committee 
of the institute has issued a booklet titled “Proving that 
Small Arms Ammunition Is Safe to Handle.” It illustrates and 
describes a number of severe and unusual tests and presents 
letters from various authorities certifying their claims. 

The Illinois Terminal Railroad System, Electrified Lines, 
which includes the electric railways formerly known as the 
Illinois Traction System (Main Division), and St. Louis Elec 
tric Terminal Railway Company, announces that accounting 
matters of these lines will be handled by the following: F. G 
Sutherland, comptroller, Chicago; A. G. Armstrong, general au: 
ditor, St. Louis; F. I. Fleming, auditor freight accounts, St. 
Louis; T. H. Lembeck, auditor of disbursements, Springfield, 
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Ill.; E. A. Hays, auditor passenger accounts, Springfield, Ill. 
Settlements of balances in connection with the “Electrified 
Lines” are made at the St. Louis offices, while all balances for 
the “Steam Lines,” which include the Illinois Terminal Com- 
pany, the St. Louis, Troy and Eastern Railroad Company and 
the St. Louis and East Belt Railway, are settled at Alton, IIl., 
and are referred to P. M. Gervig, auditor, Steam Lines, Illinois 
Terminal Railroad System. 


DOINGS OF THE TRAFFIC CLUBS 


W. C. Fitch, president of the Associated Traffic Clubs of 
America, has reappointed Wayne E. Butterbaugh chairman of 
the educational committee of that organization and T. B. Curtis 
chairman of the membership committee. 


The Transportation Club of St. Paul will hold its annual 
golf tournament at the Armour Golf Course July 20. A cup 
and gold medal will be awarded for the low net score. Other 
prizes will be given. 

The Traffic Club of St. Louis will hold its annual summer 
outing at the Westborough Country Club (west of Webster 


MISS EDYTH JOHNSON (LEFT), PRESIDENT OF THE WOMEN’S 
TRAFFIC CLUB OF SAN FRANCISCO, AND MISS HELEN 
HUGHES, PRESIDENT OF THE WOMEN’S TRAF- 

FIC CLUB OF LOS ANGELES. 





Groves, Mo.) July 17. Entertainment will include a golf tourna- 
ment, an indoor baseball game between industrial and railroad 
men, swimming, tennis, and other sports. The day’s activities 
will be concluded with a dinner and dance. 





The Indianapolis Traffic Club held a special meeting at the 
Lincoln Hotel July 10. F. A. Doeber reported on the convention 
of the Associated Traffic Clubs of America at San Francisco. 
There was a program of entertainment. A picnic will be held 
at the Carl Fisher Home July 14. 





The Portland Industrial Traffic Club will hold a picnic at 
Lost Park July 15. Entertainment will include games, sports 
and a picnic dinner. 





The Traffic Club of New York held a golf outing at the 
Oakland Golf Club, Bayside, Long Island, July 12. Prizes were 
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awarded in the various events. The formal opening of the new 
club rooms in the Park Central Hotel will be held August 1, 





The Traffic Club of San Antonio will hold only one meeting 
in July and August. The July meeting will be on the 23d. 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, July 10. Trade Commissioner A. Blanq 
Calder, of Shanghai, was the speaker. He has been making a 
tour of the United States at the instigation of the Bureau of 
Foreign and Domestic Commerce, conferring with foreign 
traders, port authorities and transportation men. 





The Women’s Traffic Club of San Francisco will hold a 
breakfast party at Tait’s at the Beach July 22. 


The Traffic Club of Kansas City has made arrangements 
for its members to attend an outing at Neosho, Mo., arranged 
by the Tri-State Traffic Club, July 28 and 29. The Tulsa Traffic 
Club has been invited to participate as well. Plans include 
an 18 hole golf tournament and dinner and dancing at Big 
Spring Park. A special round-trip rate has been made for the 
occasion by the Kansas City Southern. 


The Milwaukee Traffic Club will hold its second golf tourna. 
ment at the Westmoor Country Club July 27. 








The Junior Traffic Club of St. Louis has made arrangements 
to provide transportation for those who do not have their own 
automobiles for the “Lawn Party” at Spitznagel’s country estate. 
Such members will assemble at Union Boulivarde and Natural 
Bridge Road at 8 p. mi. 





ALASKA RAILROAD MANAGER 


O. F. Ohlson, superintendent of the Lake Superior division 
of the Northern Pacific, has been appointed general manager of 
the Alaska Railroad by the Secretary of the Interior. Mr. Ohl- 
son succeeds Noel W. Smith, who has resigned. Mr. Smith, 
four years ago, obtained a leave of absence from the Pennsyl- 
vania Railroad Company to serve as manager of the Alaska 
Railroad. The department commended the service of Mr. 
Smith, stating that he had effected savings and had decreased 
the deficits. In December, 1927, for the first time, according to 
the department, income exceeded expenditures. Revenues in- 
creased from $907,000 in 1924 to $1,340,000 in 1927. Mr. Smith 
asked to be relieved. : 


MID-WEST ADVISORY BOARD 


The level of agricultural and industrial activity in general 
in mid-west territory will be 25 per cent higher in the next 
three months than in the corresponding months a year ago, 
according to the forecast of business conditions made at the 
sixteenth regular meeting of the Mid-West Shippers’ Advisory 
Board, at Milwaukee July 11. 

Comparing July, August and September with the same 
months a year ago, it is estimated that the movement of flour, 
meal and other mill products will show a 10 per cent increase, 
while there will be an increase of one per cent in poultry and 
dairy products. 

The movement of coal and coke is expected to be three 
times as large as in the third quarter of 1927, this increase 
being due largely to the fact that coal movement a year ago 
was affected by a cessation of operations, due to the termina- 
tion of the Jacksonville agreement between the coal miners and 
the operators. 

An increase of 20 per cent is expected in the movement of 
clay, gravel, sand and stone. Cement and petroleum and its 
products will show an increase of 10 per cent. 

The movement of lumber and forest products is expected 
to be about seven per cent larger than a year ago, and a like 
increase is forecast for the movement of lime and plaster. 
Further, there will be a gain of two per cent in the movement 
of sugar and syrup, an increase of five per cent for castings, 
machinery and boilers, an increase of 15 per cent for agricul- 
tural implements, an increase of two per cent in paper, printed 
matter and books, an increase of six per cent in chemicals and 
an increase of five per cent in canned goods. 

Decreased movement was forecast for grain, hay, fresh 
fruits and vegetables, live stock, ore, brick and clay products 
and fertilizers. 

The net result of the reports of the various commodity 
committees which make up the board was that for the com: 
modities represented freight carloadings would increase from 
1,108,000 in July, August and September, 1927, to 1,379,000 in 
the next three months. This is an increase of 271,000 cars, or 
of approximately 25 per cent. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for May, 
1928, shows 17,802 cars held overtime—a percentage of 06.12— 
as against 19,739 cars—a percentage of 07.15—for May, 1927. 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg 
San Francisco, Calif. New Orleans, La. 


F. C. Lona, Com. Agent 
301 Marquette Bldg. 
Chicago, Ill. 


Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . « 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 
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Expedite Your 
Shipments x; 
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Transfers of traffic between the 15 Railroads at 
this terminal are made by the P. & P. U. Railway 
in a very short time. 


Switching rates to or from all industries in 
Peoria-Pekin switching district are absorbed by 
road haul carriers, giving all industries the ben- 
efit of Peoria rates. 


Intermediate switching rates are absorbed by 
road haul carrier. 


Route Your Bills of Lading Via Peoria, Illinois 


Inquiries solicited. Address E. F. STOCK, Traffic Manager 
Union Station, PEORIA, ILL. 


Peoria and Pekin Union Railway Co. 













MEN “IN TRANSPORTATION 





J. Caldwell Jenkins, vice-president of the Merchant Fleet 
Corporation in charge of administration, reached his present 
position after many years of employment in the government 
service. His experience has been an exception to the rule. 
“Top” positions in the government service usually go to those 
on the “outside.” 

Before coming to the Shipping Board in 1918, Mr. Jenkins, 
who entered the employ of the government in 1905, was in the 
Philippines, where he was an assistant in the office of the 
governor-general, and later, on his returun to the United States, 
was an examiner with the Federal Trade Commission. 

Originally assistant to the vice-president in charge of con- 
struction of the Fleet Corporation, Mr. Jenkins later was ap- 





J. CALDWELL JENKINS 


pointed assistant manager of the industrial relations division 
that at the time had charge of labor relations affecting approxi- 
mately 300,000 shipyard employes. He then became staff assist- 
ant in charge of industrial relations and had supervision of 
labor and labor rates for the construction department and the 
operating division of the Shipping Board. In 1922 he was ap- 
pointed director of industrial relations of the board and in 1924 
became director of the bureau of operations of the board. He 
became a vice-president May 16, 1927. 

The vice-president for administration of the Fleet Corpo- 
ration has under his supervision the finance department, the 
comptroller’s department, the insurance department, the United 
States Protection and Indemnity Agency, Inc., and the secre- 
tary’s office. The comptroller’s department checks up on the 
expenditures of more than one hundred million dollars an- 
nually. The treasurer’s department disburses more than one 
hundred million dollars annually. Included under the main 
departments specified are the ship sales division, the personnel 
division, the advertising division, and the statistical division. 

Mr. Jenkins was born in Atlanta, Ga., and was educated in 
the schools there. He was graduated from Georgetown (D. C.) 
University in 1914. While in the Far East he was engaged in 
business for a time in China.—S. H. S. 


LUMBER SHIPMENTS 
Lumber movement the week ended June 30 continued at 
the high level established earlier in the year, according to the 
National Lumber Manufacturers’ Association. 
The following table compares the lumber movement, as 
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reflected by the reporting mills of eight softwood, and two hard. 
wood, regional associations, for the three weeks indicated; 
000’s omitted: 

Preceding 


Week ended June 30 Week, 1928 (Revised) 


Softwood Hardwood Softwood Hardwood 
Mills (or units*)....:00 422 423 454 429 
PPOGUCTUON cccccvcseecse 256,818 53,617 289,632 53,478 
eee 302, 870 60,446 306,370 57,732 
Orders (New Bus.)..... 253, 269 62,434 292,473 62,443 





*A unit is 35,000 feet of daily production capacity. 


Due to the holiday shutdown, coupled with the usual mid- 
summer lethargy, the lumber movement the week ended July 
7 declined considerably, according to the weekly analysis of 
the National Lumber Manufacturers’ Association, based on re- 
ports from 848 softwood and hardwood (units) mills, as com- 
pared with reports from 874 mills for the week before. Both 
branches of the industry showed seasonal declines. Revised 
figures for the preceding week, however, brought shipments to 
a new high for the year. Based on mill averages, new business 
for the week compared satisfactorily with that of the preceding 
week, when orders amounted to 350,529,000 feet. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Preceding 


Past Week Week, 1928 (Revised) 


Softwood Hardwood Softwood Hardwood 
Mille €or Unite*®)......6< 450 398 451 423 
PPORGCUON cccctccscvccs 201,092 48,491 298,710 53,617 
| CCE Teer 230,677 57,132 347,288 60,446 
Orders (New Bus.)....244,058 57,233 288,095 62,434 





*A unit is 35,000 feet of daily production capacity. 


OPERATING STATISTICS 


Operating statistics compiled by the bureau of statistics of 
the Commission from reports of Class I railroads, switching 
and terminal companies not included, for April and the four 
months ended with April show the following: 


Loaded car-miles—1,400,298,000 for April and 1,415,696,000 for 
April, 1927; 5,588,595,000 for four months ended with April and 5,658,- 
666,000 for same period of 1927. 

Empty car-miles—823,762,000 for April and 809,230,000 for April, 
ee for four months and 3,342,375,000 for same period 
°o 4 

Net ton-miles—35,866,000,000 for April and 37,111,000,000 for April, 
1927; 147,296,000,000 for four months and 155,409,000,000 for same 
period of 1927. 

Average number locomotives on line—30,512 for April and 31,114 
for a. 1927; 30,585 for four months and 31,295 for same period 
of 1 * 

Average number freight cars on line—2,478,757 for April and 
2,512,738 for April, 1927; 2,479,222 for four months and 2,515,088 for 
same period of 1927. 

Per cent unserviceable total locomotives—16.6 for April and 16.9 
for April, 1927; 16.3 for four months and 16.8 for same period of 1927. 

Per cent unserviceable total cars on line—6.2 for April and 5.6 
for April, 1927; 6 for four months and 5.6 for same'‘period of 1927. 

Car-miles per car-day—29.9 for April and 29.5 for April, 1927; 
29.6 for four months and 29.8 for same period 1927. 

Net tons per loaded car—25.6 for April and 26.2 for April, 1927; 
26.4 for four months and 27.5 for same period 1927. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the first twenty-six weeks this 
year (January 1 to June 30) totaled 24,457,105 cars, according 
to the car service division of the American Railway Association. 
This was a decrease of 1,063,935 cars or 4.2 per cent under the 
corresponding period last year and a decrease of 876,127 cars 
or 3.5 per cent under the same period in 1926. 

For the week ended June 30, loading of revenue freight 
amounted to 1,003,049 cars, a gain of 16,260 cars over the pre- 
ceding week this year, increases being reported in the loading 
of grain and grain products, coal, coke, ore, merchandise, less- 
than-carload lot freight and miscellaneous freight. Reductions, 
however, were reported in the loading of live stock and forest 
products. Compared with the same week last year, however, 
the loading was a decrease of 18,389 cars and a decrease of 
62,592 cars under the same week two years ago. 

Revenue freight loading by districts the week ended June 
30 and. for the corresponding period of 1927 was reported as 
follows: 


Eastern district: Grain and grain products, 5,483 and 6,501; live 
stock, 2,204 and 2,536; coal, 35,602 and 34,258; coke, 2,064 and 2,192; 
forest products, 5,341 and 5,478; ore, 5,370 and 6,657; merchandise, 
Ie, ©. bay Tayeee and 71,192; miscellaneous, 105,356 ‘and. 104,910; total, 
1928, 233, 494; 1927, 233, 724; 1926, 247,933. 

‘Allegheny district: Grain and grain products, 2,284 and 2,884; live 
stock, 1,770 and 2,004; coal, 35,294 and 34,669; coke, 5,081 and 4,784; 
_—— products, 2,971 and 3,321; ore, 14,594 and 12,397; merchandise, 


C. L., 55,284 and 55,169; miscellaneous, 89,813 and 94,134; total, 
1928. 207, 091; 1927, 209, 362; 1926, 217,962. 
Pocahontas district: Grain "and grain products, 152 and 201; live 


stock, 147 and 110; coal, 37,360 and 38,800; coke, 360 and 570; forest 
products, 1,848 and 2,271; ore, 135 and 110; merchandise, da ©. des 
7,299 and 7,586; miscellaneous, 5,870 and 6,377; total, 1928, 53,171; 
1927, 56,025; 1926, 56,304. 

Southern district: Grain and grain products, 3,254 and 3,451; 
live stock, 1,852 and 1,791; coal, 21,142 and 24,220; coke, 448 and 531; 
19,214 and 21,680; ore, 849 and 1,124; merchandise, 
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" WHLIAMS LINE 


2 | Ship by Water 
WILLIAMS LINE 


San Diego, Los Siatatinss San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 Scuth St. Drexel Bldg. Oliver Bldg. Law Building 


And at our Branch Offices at ports of call, etc. 


TRAFFIC WORLD 


TRANSMARINE LINES 


Direct Service 


LOS ANGELES (Wilmington—Berth 188) 
SAN FRANCISCO (Pier 41) 
OAKLAND (Grove Street Pier) 


— Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served b: 
Ponmeptventa Railroad 
Central Railroad of New Jersey 
Lehigh Valley Railroad Steamer 
OS Se eee . SUDAWSONCO 
SUNELSECO 
SUPORTCO 
September 1 
AND ALTERNATE SATURDAYS THEREAFTER 


- Gulf-Intercoastal 
rom 
MOBILE, ALA. 


Steamer 


August 30 
*Sails from New Orleans July 21 


TRANSMARINE LINES 


Port Newark Terminal General Offices: . 
5 Nassau St., New York Cit 
Telephone Mulberry 4300 Telephone Rector 0020 y 


ees Buffalo, Chicago, Los Angeles, Mobile, New Orleans, 
Oakland, Pittsburgh, San Francisco, Seattle 


PROVISO YARD 


CHICAGO 
The Largest Individual Freight Terminal in the World 


Te Chicago & North Western Railway 
Company Freight Terminal, Transfer 
House, and Classification Yards are located 
at Proviso, Ill., on its main line thirteen 
miles west of Chicago. A $16,000,000 pro- 
ject for handling through traffic with ut- 
most efficiency. 


With the tremendous growth of Chicago 
and its importance as a transportation center and 
railroad terminus, there came the necessity of greater 
transfer and interchange facilities not only for present 
needs but to take care of future growth and in full 
realization of the situation this vast project was con- 
ceived by this company. 


The immensity of the improvement can be perhaps 
better visualized by the abi facts: 
TOTAL AREA m ° 1,250 acres 
TRACK CAPACIT ° ° 26,000 cars 
THROUGH CARS DER DAY 15,000 cars 
The Proviso Transfer House for less than carload freight: 


Area under one — ‘ ; e e 21 acres 
Length ra ° > ° ‘ e 1,420 feet 
Width ° 720 feet 
Merchandise Cars—Daily capacity * - 700 cars 


A modern Icing Plant for perishable freight. Modern 


CHICAGO <& 
SHIP 


TRAVEL 


~» NORTHWESTERN 


The Best of Everything in the Best of the West RAILWAY 


buildings and equipment of all kinds to 
facilitate and expedite operations. 
The Proviso Yard is particularly well situ- 
ated toserve the West, North, Northwest and 
Southwest as departing and arriving trains 
over the Chicagoand North Western Railway 
move directly to destinations without neces- 
sity of passing through the city of Chicago. 
In addition, the following Belt Lines deliver and re- 
ceive freightat ProvisoY ard under their own power, insur- 


ing continuous movement and expeditious handling of 


all traffic: Baltimore & Ohio Chicago Terminal R. R., Belt 
Railway Company of Chicago, Indiana Harbor Belt R.R. 


This great Transfer Yard is another indication of the 
progressive spirit and policy of the Chicago & North 
Western Railway. 

Route shipments to all points in the world via the 
C. & N. W. Ry. which assures the Best of Everything in 
the Best of the West. 


A. C. JOHNSON, Vice President—Traffic 
H. W. BEYERS S. F. MILLER 
Freight Traffic Manager Asst. Freight Traffic Manager 
A. R. GOULD D. H. HOOPS 
Asst. Freight Traffic Manager General Freight Agent 
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L. C. L., 39,262 and 39,879; miscellaneous, 52,417 and 55,965; total, 
1928, 138,438; 1927, 148,641; 1926, 148,260. 

Northwestern district: Grain and grain products, 8,429 and 8,680; 
live stock, 6,728 and 7,718; coal, 4,269 and 3,922; coke, 1,327 and 1,433; 
forest products, 17,471 and 16,177; ore, 43,001 and 42,542; merchandise, 
L. C. L.,: 33,835 and 35,088; miscellaneous, 42,494 and 44,757; total, 
1928, 157,554; 1927, 160,317; 1926, 164,123. 

Central Western district: Grain and grain products, 11,278 and 
15,834; live stock, 8,784 and 9,653; coal, 8,703 and 6,053; coke, 285 and 
310; forest products, 12,326 and 11,019; ore, 3,956 and 3,132; merchan- 
dise, L. C. L., 34,670 and 34,751; miscellaneous, 57,735 and 61,684; 
total, 1928, 137,737; 1927, 142,436; 1926, 152,472. 

Southwestern district: Grain and grain products, 5,877 and 6,698; 
live stock, 2,741 and 2,444; coal, 3,924 and 2,901; coke, 140 and 165; 
forest products, 7,789 and 7,644; ore, 431 and 442; merchandise, L. C. L., 
16,380 and 16,880; miscellaneous, 38,282 and 33,759; total, 1928, 75,564; 
1927, 70,933; 1926, 78,587. 

Total, all roads: Grain and graian products, 36,757 and 44,249; 
live stock, 24,226 and 26,256; coal, 146,294 and 144,823; coke, 9,705 and 
9,985; forest products, 66,960 and 67,590; ore, 68,336 and 66,404; mer- 
chandise, L. C. L., 258,804 and 260,545; miscellaneous, 391,967 and 
401,586; total, 1928, 1,003,049; 1927, 1,021,438; 1926, 1,065,641. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January ........ 3,447,723 3,756,660 3,686,696 
Iour weeks in February ....... 3,589,694 3,801,918 3,677,332 
Five weeks in March............ 4,752,031 4,982,547 4,805,700 
Four weeks in April .......cece 3,738,295 3,875,589 3,862,703 
POUr WEGES 10 BIAY ..ccecccccece 4,006,058 4,108,472 4,145,820 
Pive weeks fi June. « <..c<ccs008 4,923,304 4,995,854 5,154,981 

TAL 4b cekccuwdacsawcsanteees 24,457,105 25,521,040 25,333,232 


CARRIER ANNUAL FIGURES, 1927 


A preliminary abstract of the statistics of common carriers, 
for the year ended December 31, 1927, compiled by the Com- 
mission’s bureau of statistics from the annual reports of the 
railroads, shows an investment, in road and equipment, of the 
three classes into which the Commission divides the railroads 
of the country, of $24,463,367,010. That is an increase over 
the year before of $592,242,290. 

Except as to investment, number of employes, number of 
stockholders and number of units of equipment, the figures, 
especially as to revenues and expenses, are duplicates of those 
taken from the monthly reports. The number of stockholders 
reported is 756,960; the average number of employes, stated 
only as to Class I carriers, was 1,734,470. The statistics as to 
equipment also cover only the equipment owned or leased by 
Class I carriers. The number of steam locomotives was 60,868 
and electric locomotives, 449. The number of freight carrying 
cars was 2,324,101, with an aggregate capacity, in tons, of 
105,818,773. In the year, 72,410 freight carrying cars were in- 
stalled and 95,753 retired from service. 

The following table shows the investment in road and equip- 
ment of the operating lessor and proprietary companies at the 
end of the year 1927: 


I he sanscareyayoicsvariatns 6a ania 0 eso asavesw bos eiareya (oes own wOo.s eee emaiers $18,996,686,638 
NIN UNAS MINN OB ca. SG 5 <'5v.n 5150) 6.10 30 wala saw Wik woe RAINS STE 3,904,816,691 
CURE CCI a5 6666 0:0:40 4 06.446 0: o bees rmEEeS 902,765,693 
PENNE osteo acssc1ned oe dno GAN Na ss eee A eeew enue $23,798,269,022 
MIE icacgci viele Kwaipredncia aw icdia wwbibareie ls vwle eine Nine aie eerala eared $ 544,665,717 
NN ON RI EE iaca casi ase ticles 6-65.6-S Ss bd ESO SESS BEES 13,608,555 
PUTNEY UOMIMBIDS oo s.k.5:5.0 6.00 sesewcradeawess aciesineeee 2,326,861 
IIE, S6cbidcs ORGS SG wreede Het R A emee se Caw acetenGuneenl $ 560,601,133 
MN NN yah gaa iat Kia a elds ai hi Wak av RIS es Re OSES OEE $ 99,104,428 
Ee | me a rar ren a Cen 5,296,809 
Dg a ee ee ree er ee 95,618 
PRONE, fone estes sss sais Teeter: ow oi ers mnie e aywle mre aw wie wee eemeeaeTE $104,496,855 
CE OND. OCs a nnsaqinee ema enenesesdeweaeos vs. -$24,463,367,010 


This total of $24,463,367,010 represents an increase of $592,- 
242,290 over the corresponding total for 1926. Before comput- 
ing this increase, the investment of the Toledo, Peoria & West- 
ern Railway Company was eliminated from the 1926 total, as 
that railway could not be included in the present abstract on 
account of delay in filing its annual report because of reor- 
ganization proceedings. 

Class I railroads, not including switching and terminal com- 
panies, in the year ended December 31, 1927, declared dividends 
of $497,933,741, of which $250,857,320 was for roads in the East- 
ern district, $78,467,664 for roads in the Southern district, 
and $168,608,757 for roads in the Western district. Dividends 
were declared on common stock of the par value of $4,339,000,325 
and on preferred stock of the par value of $1,272,862,300. The 
average rate on dividend-yielding stock was 8.87 per cent. 


WAREHOUSE CONSOLIDATION 


J. M. Davis, president of the Lyon Fireproof Storage Com- 
pany, of Los Angeles, has announced the consolidation of that 
organization with seven other Pacific coast warehouse com- 
panies. It is said the consolidated organization will be one of the 
largest of its kind. . It is capitalized at $2,000,000, with physical 
properties in excess of $1,000,000. It will operate 100 trucks 
and vans and have available storage space of more than 500,000 


THE TRAFFIC WORLD 


Vol. XLII, No, 3 








square feet of floor. The new organization will be known 
as the Lyon Van and Storage Company. Each of the absorbed 
companies will continue to operate as in the past, with its 
own offices, equipment, and employes. The combined service 
and equipment facilities will benefit the public economically 
and factors of safety and responsibility will be increased, ac. 
cording to Mr. Davis. The units of the new organization in. 
clude the following: Premier Fireproof Storage Company, 
National Fireproof Storage Company and the California High. 
way Express of Los Angels, the Pioneer Truck and Storage 
Company of San Diego, the Long Beach Transfer and Ware. 
house Company of Long Beach, the Signal Transfer and Storage 
Company of San Francisco, and the Lathim Van and Storage 
Company of Santa Barbara. The following are directors of 
the organization: J. M. Davis, chairman, E. B. Gould, J. R, 
Lathim, C. A. Horrell, Chester A. Nelson, Frank A. Payne, 
D. C. Bole, Rodney S. Sprigg, J. G. Warren and H. M. Burgeson, 


NEW CALIFORNIA ROADS 


New and improved transportation facilities for central Cali- 
fornia, involving the construction of 174 miles of railroad at 
an approximate cost of $13,500,000, were announced in con- 
nection with the filing of incorporation papers with the secretary 
of state at Sacramento July 10 for the Western Pacific California 
Railroad Company, a subsidiary of the Western Pacific Railroad 
Company. The articles of incorporation of the company, capi- 
talized at $15,000,000, provide for a railroad from San Francisco, 
via Redwood City to Niles, and also from Nilegarden, a station 
on the main line of the Western Pacific, 11 miles southwest 
of Stockton, to Bakersfield, via Fresno. The incorporators are 
E. W. Mason, Charles Elsey, D. C. DeGraff, W. G. Bruen and 
H. M. Adams. Applications will be made to the Commission 
for certificates of convenience and necessity under which the 
following lines may be constructed at once: 


(1) By the Western Pacific California Railroad Company from 
San Francisco to Redwood City and also from Nilegarden to Kings 
River via Fresno. 

(2) By the Sacramento Northern Railway from a junction with 
the Holland Branch to Ryde. 

(3) By the Western Pacific Railroad Company for a branch from 
Brack, a station on the main line of the Western Pacific 16 miles 
north of Stockton. 


COMPETITIVE BIDDING 


Officials of the Commission in charge of matters relating 
to issuance of securities by railroads say there is no foundation 
for a statement credited to the railroad securities committee 
of the Investment Bankers’ Association of America that the 
Commission “is said to be making exhaustive studies of meas- 
ures to end the so-called ‘monopoly of financing’ which indi- 
vidual carriers accord to large New York banking houses and 
that the most favorable proposal is the extension of the re- 
quirement that railroads market their securities by competitive 
bidding, which has thus far applied only to equipment trust 
issues.” 


Several years ago the Commission established a precedent 
with respect to competitive bidding for the sale of equipment 
trust issues, but it has not required competitive bids in con- 
nection with the disposal of other classes of railroad securities. 
It was stated at the Commission that the only study that could 
be said was being made was simply the watching of the results 
of the requirement as to competitive bidding in the sale of 
equipment trust notes to determine whether or not savings 
were effected by use of competitive bidding. 


MOVEMENT OF FREIGHT, ETC. 


The railroads handled freight in May with a speed greater 
than for any May on record, according to the Bureau of Railway 
Economics, which says: 


The daily average movement per freight car for that month was 
31.2 miles. This exceeded by one mile the best previous average for 
any May, which was attained in May, 1927, and was 1.4 miles greater 
than the average for May, 1926. In computing the average movement 
per day, account is taken of all freight cars in service, including cars 
in transit, cars in process of being loaded and unloaded, cars under- 
going or awaiting repairs and also cars on side tracks for which no 
load is immediately available. 

The average load per car in May was 26.3 tons, including less than 
carload lot freight as well as carload freight. This was a decrease 
of six-tenths of a ton under the same month last year and one-half 
ton below May, 1926. 

The volume of freight traffic handled by the Class I railroads in 
the first five months of 1928 amounted to 186,546,774,000 net ton-miles. 
This was a decrease of 8,980,341,000 net ton-miles or 4.6 per cent 
below the corresponding period last year. Railroads in the eastern 
district for the five months’ period reported a decrease of 8.9 per cent 
in the volume of traffic handled compared with the same period in 
1927 while the southern district reported a decrease of 8.1 per cent. 
The western district reported an increase of 3.5 per cent. In the 
month of May, the volume of freight handled by the Class I railroads 
amounted to 39,250,302,000 net ton-miles, a decrease of 867,597,000 net 
ton-miles or 2.2 per cent below May, 1927. In the eastern district, 
there was a decrease of 4.3 per cent in May compared with the same 
month last year in the volume of freight traffic while the southern 
district showed a decrease of 9.9 per cent. The western district 
reported an increase of 4.3 per cent. 
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FAST WEEKLY SERVICE 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York Where converge the main 
ae ee Se traffic routes of the nation— 


New York AND Cusa Matz S. S. Co. ; 
WARD LIN a Where freight rates are 
. | the lowest in the country, 
Pier 13, E. R., Foot of Wall St. New York City viz . Chicago rates— 


Where railways meet 


What Some of Our Clients Have to Say , 
navigable waters— 


About Our Service 


“A COMPLETE SERVICE” Hammond is a log- 
An all-comprehensive good service from one source ical site for your 


is worth considering. “Watching” Service is as com- . 
plete as you want it. mid = west factory 
Mr. B. J. Hamm, Manager, 

Traffic Service Corporation, Washington, D. C. or warehouse. 


Dear Sir: 
Referring to yours of Sept. 23d, if you think it 
will do you a particle of good you may, indeed, use 


my name in connection with your Watching Service. : : 
I can recommend that, without qualification, as For maps and other information 


something decidedly worthwhile and a very impor- : 
tant aid to one that must keep in touch with trans- write to 
portation developments. 


I can not only speak in the highest terms of that 
particular part of your service but all the others and, TLIN MEYN & 
I guess, in one way or another I have used them all. . 
I cannot recall a single instance where a query to 
your office has not been immediately answered, and 
I have also seen some very efficient work done by e 
your tariff and rate department in compiling rate ? 
histories and other similar works. 
Yours very truly, NEW ENGLAND PAPER & 
PULP TRAFFIC ASSN. Realtors 
(Signed) C. L. WHITTEMORE, 


a See SECOND FLOOR, FIRST TRUST BLDG. 





Write us for further information 


The Traffic Service Corporation HAMMOND, IND. 


MILLS BUILDING WASHINGTON, D. C. 
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Digest of New Complaints 


a 


20133. Sub. No. 2. The National Refining Co., Cleveland, O., 
vs. Santa Fe et al. ; 

Unreasonable and prejudicial rates on fullers earth, from Jamie- 
son and Quincy, Fla., to Coffeyville, Kan. Asks rates for future 
and reparation. 
20610. Sub. No. 1. 
Maine et al. 

Unreasonable charges on citrus fruit, from Eloise, Fla., to 
Boston, Mass., reconsigned at Syracuse, N. Y. Asks that de- 
fendants be required to recognize through rate to Boston via 
N. Y. C. from Newberry Junction or from Canandaigua, N. Y., 
thence via Albany to destination and reparation. : 
20674. Sub. No. 11. Edward Parson et al., co-partners doing 
business as Farmers Oil Co., Vesta, Minn., vs. C. & N. W. et al. 
Unreasonable, prejudicial and discriminatory rates on petroleum 
and its products, from El Dorado, Kan., Kansas City, Mo., Ponca 
City and Okmulgee, Okla., to Vesta, Minn. Asks rates for future 
and reparation. 


Chase & Co., Orlando, Fla., vs. Boston & 


The Pure Food Mfg. Co., Denver, Colo., vs. 
Cc. B. & @. et al. 

Alleges violation of sections 1 and 3 of the act, because of 
defendants’ refusal to provide loading and unloading in transit 
privileges on jams, jellies, mince meat, etc., on shipments orig- 
inating at Denver, Colo., and destined to points in Wyoming, 
Utah, Montana, Idaho and Colorado. Asks relief for future. 


. 21079. Albers Bros. Milling Co., San Francisco, Calif., vs. Santa 


Fe et al. 

Unreasonable rates on cereals and cereal products, from Cali- 
fornia points to points in Utah, Wyoming, Idaho and Montana. 
Asks rates for future and reparation. 

21080. Sub. No. 1. Oscar Fuller, trading as Fuller’s Filling Sta- 
tion, Portageville, Mo., et al. vs. Santa Fe et al. A 

Unreasonable rates on petroleum and its products, from points 
in Arkansas, Kansas, Oklahoma and Texas to points in Missouri. 
Asks rates for future and reparation. 


. 21082. Southard Feed & Milling Co., Kansas City, Mo., vs. Chi- 


cago Great Western et al. 

Charges in violation of first four sections of the act, on car- 
load shipments of grain and grain products to points in Missouri 
and Arkansas on Frisco and surrendered as representative in- 
bound billing, freight bills or tonnage credits bearing date prior 
to date of shipment from Kansas City by not more than twelve 
months and showing origin at points on Great Western in Iowa, 
charges on each outbound shipment having been assessed on 
combination of rates over Kansas City, Mo. Asks reparation. 


. 21112. The Southern Scrap Material Co., Ltd., New Orleans, La., 


vs. New Orleans Great Northern et al. 

Charges in violation of first two sections of the act, on scrap 
iron, from New Orleans, La., to Ensley, Ala. Asks rates for fu- 
ture and reparation. 


- 21113. Dunn Mfg. Co., Oxnard, Calif., vs. Santa Fe et al. 


Rates and charges in violation of first three sections of the 
act, on oil well tools, from Oxnard, Calif., to Tulsa, Okla., and 
Panhandle, Tex. Asks rates for future and reparation. 


. 21114. Sidney Kern & Co., New Orleans, La., vs. Mobile & Ohio 


et al. 
Unreasonable rates on peaches, from Alto Pass, Ill., to New 
Orleans, La. Asks reparation. 


. 21115. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 


Unreasonable rates and charges on petroleum and its products, 
from El Dorado, Kan., to points in Missouri. Asks rates for 
future and reparation. 


. 21116. Hartol Products Corporation, New York, N. Y., vs. Cen- 


tral of New Jersey et al. 

Rates in violation of sections 1 and 3 of the act, on petroleum 
or its product, gasoline, in tank cars, from Falling Rock, W. Va., 
to Walnut Hill, Mass., and/or North Woburn, Mass. Asks rates 
for future and reparation. 


21117. Mississippi Valley Farm Equipment Association et al., 
Hannibal, Mo., vs. B. & O. et al. 

Unreasonable and discriminatory rates in violation of section 
4 of the act, on coal, from mines in Springfield, Ill., group to 
Bowling Green, Mo. Asks rates not in excess of those to Hanni- 
bal, Mo., and reparation. 


. 21119. The Procter & Gamble Mfg. Co., Cincinnati, O., vs. A. G. 


S. et al. 

Unreasonable rates on soda ash and caustic soda, from points 
in Michigan, Missouri, New York, Ohio, Virginia, West Virginia, 
—— and North Carolina to Dallas, Tex. Asks rates for 
uture. 


- 21120. John L. Humbard Construction Co., Knoxville, Tenn., vs. 


Southern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on crushed 
stone, from Hiddenite, N. C., to McConnell and Clover, S. C. Asks 
rates for future and reparation. 

oo State of Connecticut, Hartford, Conn., vs. 
et al. 

Unreasonable rates and charges on anthracite and bituminous 
coal, from New London, and other Connecticut ports, Rhode Is- 
land and Massachusetts ports to points in interior of Connecticut, 
Massachusetts, Vermont and New Hampshire. Asks line haul 
rates and transfer charges for future. 


New Haven 


. 21122. Stokely Bros. & Co., Newport, Tenn., vs. A. & R. et al. 


Unreasonable rates on canned fruits, vegetables, other edibles 
and condiments, carloads, from Newport, Tellico Plains and Sevier- 
ville, Tenn., to all points in North Carolina and Seuth Carolina. 
Asks rates for future and reparation. 


. 21123. Capital City Monument Works et al., Washington, D. C., 


va. B. & O. et al. 

Unreasonable rates on granite, from Vermont points, including 
Barre and Hardwick, to Georgetown and Washington, D. C., 
Rosslyn, Va., and Berkeley Springs, W. Va. Asks rates for fu- 
ture and reparation. 


. 21124. Williamson-Mummert Tie Co., Jacksonville, Fla., vs. Sea- 


board Air Line. 

Rates and charges in violation of sections 1 and 6 of the act, 
on cross ties, from points in South Carolina to Charleston, S. C., 
for interstate movement by water beyond. Asks rates for future 
and reparation. 


. 21125. Manhattan Oil Co., Kansas City, Mo., vs. Santa Fe et al. 


Unreasonable rates on gasoline, kerosene and other petroleum 
products between Kansas City, Mo., Kan., and points in lowa 
and Nebraska. Asks rates for future. 


- 21141, 


Vol. XLII, No. 2 


No. 21126. International Paper Co., New York, N. Y., vs. Bangor & 


Aroostook et al. 

Unreasonable rates on newsprint paper, from Livermore Falls, 
Orono-Webster, Me., Berlin, Franklin, N. H., and Turners Falls, 
Mass., to points in Maine, New Hampshire, Vermont, Massa- 
chusetts, Rhode Island and Connecticut. Asks rates for future. 
21127. Southern Pine Association et al., New Orleans, La., ys. 
A. & R. et al. 

Rates in violation of sections 1 and 4 of the act, on lumber, 
from Florida Zone 2 to destinations in Buffalo-Pittsburgh, East- 
ern Trunk Line and New England territories, in effect since 
July 20, 1924, to the extent they exceed those from Florida Zone }, 
Ask cease and desist order and consolidation of complaint with 
I. and S. No. 3105 


. 21128. Board of ‘County Commissioners, Garfield county, Okla- 


homa, Enid, Okla., vs. Santa Fe et al. 

Rates in violation of first three sections of the act, on gravel, 
from Silverdale, Kan., to points in Garfield county, ‘Okla. Asks 
reparation. 

21129. Jackson (Miss.) Traffic Bureau for Jitney Jungle Co., 
Jackson, Miss., vs. A. .G. S. et al. 

Rates in violation of sections 1, 4 and 6 of the act, on furniture 
and fixtures, from Jackson, Miss., to Alexander City, Ala. Asks 
rates for future and reparation. 


- 21130. Pittston Paper Corporation, New York, N. Y., vs. Lehigh 


Valley. 

Unreasonable rates on wood pulp, from New York Harbor, N. 
Y., to Forest Castle, Pa. Asks rates for future and reparation, 
21131. Oden-Elliott Lumber Co., Birmingham, Ala., vs. Southern. 

Unreasonable rates on lumber, from Silver Run, Ala., to At- 
lanta, Ga. Asks that rate of 11.5 cents in effect from Jenifer, 
Ala., be applied from Silver Run and reparation. 


- 21132. The Palmolive Co., Milwaukee, Wis., vs. C. M. St. P. & 


Pr. @t ai. 

_Charges in violation of sections 1 and 3 of the act, on palm 
oil and olive oil foots, from Milwaukee, Wis., to Laredo, Tex., 
for a to Mexico City, Mex. Asks rates for future and rep- 
aration. 


. 21133. The Chapman Valve Mfg. Co., Springfield, Mass., vs. Bos- 


ton & Albany et al. 

Unreasonable rates and charges on sand, from points in New 
York and New Jersey to Indian Orchard, Mass., and Oak Street 
Station, Mass., in corporate limits of Springfield. Asks rates for 
future and reparation. 

21134. Texas-New Mexico Power Co., Fort Worth, Tex., vs. 
Santa Fe et al. 

Unreasonable rates and charges on machinery in carloads from 
Bartlesville, Okla., to Monahans and Pyote, Tex. Asks reparation. 


. 21135. Jackson (Miss.) Traffic Bureau vs. Santa Fe et al. 


Rates in violation of sections 1, 3 and 6 of the act, on fur- 
niture, carloads, including store fixtures and wall cases, set up, 
without backs, not crated, from Jackson, Miss., to points in 
Oklahoma; Memphis, Tenn.. competitors alleged to be preferred. 
Asks rates for future and reparation. 


. 21136. The Manufacturers Foundry Co., Waterbury, Conn., vs. 


New Haven. 
Unreasonable rates on common sea or core sand, from Davis- 
ville, R. I., to Waterbury, Conn. Asks reparation. 


. 21137. The Star Drilling Machine Co., Akron, O., vs. L. & N. 


et al. 

Rates and charges in violation of section 3 of the act, on oil 
well machinery and equipment, from Beattyville, Ky., to Akron, 
O. Asks rates for future and reparation. 


. 21138. Armour and Co. et al., Chicago, Ill., vs. Abilene & Southern 


et al. 

Unreasonable rates on soap stock, from their refineries at Chi- 
cago and elsewhere to St. Bernard and Ivorydale, O., Jefferson- 
ville, Ind., Louisville, Ky., and points grouped therewith. Ask for 
reasonable rates and reparation. 


. 21139. Northern Indiana Brick Co., Mishawaka, Ind., vs. C. C. C. 


& St. L. et al. 

Rates in violation of first three sections of the act, on sand 
lime common brick, from Mishawaka, Ind., to points in Michigan. 
Asks rates for future. 


. 21140. Muncie Foundry and Machine Co. et al., Indianapolis, Ind., 


vs. Chesapeake & Ohio et al. 

Rates on gray iron and malleable iron castings, from Muncie, 
Ind., to Detroit, Mich., in violation of the first and third sections 
of the act. Ask for new rates and reparation. 

Shelburne Cooperative Creamery Co., Boston, Mass., vs. 
Rutland R. R. et al. 

Alleges a practice in connection with the transportation of 
milk, from Shelburne, Vt., to Boston, in violation of section 1 
of the interstate commerce act. Asks for just and reasonable 
practices. 


. 21142. Jackson Traffic Bureau, Jackson, Miss., vs. Atlantic Coast 


Line et al. 

Rates on lemons, oranges and other citrus fruits, carloads and 
less than carloads, from New York, Philadelphia, and Boston 
to Jackson, Miss., unjust and unreasonable in comparison with 
rates to Meridian, Miss., in violation of the first and thrid section 
of the interstate commerce act. Asks for just and reasonable 
rates. ; 


. 21143. Jackson Traffic Bureau, for Jackson Fertilizer Co., Jack- 


son, Miss., vs. Atlanta, Birmingham & Coast et al. - 

Rates on phosphate rock, from Brewster and other points in 
Florida to Jackson, Miss., in violation of sections one, three and 
four of the act. Asks for a rate not in excess of $4.62 per gross 
ton and reparation. 


. 21144. The Williamson-Halsell-Frasier Co. et al., Oklahoma City, 


Okla., vs. Oregon Short Line et al. 

Unjust nd unreasonable rates on beans, dried, from Idaho, Mon- 
tana and Utah to points in Oklahoma. Asks for reasonable rates 
and reparation. 


. 21145. Marland Refining Co., Ponca City, Okla., vs. Santa Fe 


et al. 

Unreasonable rates on steel casing, couplings and protectors of 
couplings and wrought iron pipe, from Ponca City to Panhandle, 
Isom and Spearman, Tex. Asks for reparation. 


. 21146. Watab Paper Co., St. Paul, Minn., vs. Chicago & North 


Western et al. 

Rates on sulphite woodpulp, from Anacortes, Wash., to Sartell, 
Minn., in violation of the first three sections of the interstate 
commerce act. Asks for new rates and reparation. 


. 21147. Terre Haute Chamber of Commerce, Terre Haute, Ind., 


vs. Arkansas & Louisiana Missouri et al. 
Rates on wood pulpboard, from West Monroe, Bogalusa and 
Bastrop, La., to Terre Haute in violation of the first, third and 
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The Cotton Concentration Company | || “HARTMAN'S SERVICE” 
pos Freight Rates for Shippers 


Cc. trat d Di — . . 
— pose ps is aa _— Loose Leaf Publications Covering Freight Rates to 
Eighty Thousand Destinations 


LOCATED AT GALVESTON, TEXAS EASTERN FREIGHT RATES 


The World’s Largest Cotton Port * artman's weerene — RATES 
CHICAGO == 


Sx High Density Compresses, Capacity 6,000 Bales A*® accurate record of your transportation cost. No guess 
Per Day. work. Rates clearly and definately shown. Something 


E : A Tt every traffic department needs, 
ae ame What the Books Cover—Rates on classes from the principal 
Cities in the East to destinations in Official and Southern 


Reiabie Transportation at a Moment’s Notice. Classification Territories are provided in ‘Eastern Freight Rates” 

i ’ Class and Commodity Rates to destinations throughout the 

¥ sricus Warehouses’ Storage Capacity 400,000 Bales United States from points of origin in territory extending 

of Cotton, from the Atlantic Ocean on the East to the Missouri River on 
[tesrity of Our Warehouse Receipts Is Unques- the West, are given in “Western Freight Rates ° 

tioned. Freight, Parcel Post and Express Rates applying from Chicago 

to destinations in every State; also Provinces of Canada are 


Capacity of Tracks Serving Plants Over 500 Cars. named in the “Chicago Guide’’. 


i Service. ll of the Publications listed above will be sent on approval 
Eistabtishea pete a _ ‘without obligation. It is only necessary to return this 
coupon properly checked and endorsed. 


Ww. J. HARTMAN, Publisher, 732 Federal St., Chicago 
Weare willing to examine your Publications as indicated below with the 
understanding that within thirty days we will send you the subscription price 
or return the book (or books). 
OHartman’s Eastern Freight Rates 
CiHartman’s Western Freight Rates 
CiHartman’s Chicago Guide 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,’? That’s Your 
Business and Yours Only 


GEO. SEALY J. GARRISON 
President Vice-Pres. and Gen’! Manage 


We Save Money for 


Out Average 
of Shippers 


We save money for six out of every eight shippers 
that adopt the Signode System and provide a safer 


Fast as 


United States : shipment for good measure. 


There is a reasonable chance that we can save for 


M il! you. If we can’t we'll tell you so. This coupon is 
al * the easiest way to start action. Please use it, there 


is no obligation. 


SPEED your shipments to North China, 
South China and The Philippines on CONSOLIDATED STEEL STRAPPING CO., 


** President Liners”’— mail carriers to the 2613 North Western Avenue, Chicago, IIl. 
OC Please send practical shipper to check up on my packing and 


Orient because of fast service. There’s a chinging csete. 
sailing from Seattle over the short route ( Send catalog No. 14 containing practical suggestions for 


every other Saturday. Arrivals every alter- shipping. 
nate Monday. Thru bills of lading issued 
to all Oriental ports. 
Seven express “Cargo Liners,” sailing on 
regular, dependable schedule to serve you to 
Seay Seay apn, Aap, ne Consolidated Steel Strapping Co. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 2613 N. Western Ave. Chicago, IIl. 
W.G. ROCHE, Inc., Gen. Agt. _R.W. BRUCE, Gen. Agt. 


1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. ; Chicago, Ill. 
neice SIGNODE 
76 offices in 22 countries at your service 
: oe The led Steel Strappin 
American Mail Line. Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 
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Asks for rea- 
vs. B. & 


fourth sections of the interstate commerce act. 
sonable and non-prejudicial rates. 
No. ey aaa Cooper & Nephews, Inc., Chicago, IIl., 

. et al. 

Rates in violation of first three sections of the act, on benzol, 
from Cleveland and Youngstown, O., to Good Hope, La. Asks 
rates for future and reparation. 

No. 21149. Arkansas Fuel Oil Co., Shreveport, La., vs. Santa Fe et al. 

Charges in violation of sections 1 and 4 of the act, on pipe and 
oil well supplies, from Artesia and Wagon Mound, N. M., to 
Tampa, Kan. Asks rates for future and reparation. 

No. 21150. Walter-Wallingford & Co., Cincinnati, O., vs. Central of 
Georgia. 

Rates in violation of sections 1, 2, 3 and 6 of the act, on scrap 
pipe and flues (scrap iron), from Montgomery, Ala., to Birming- 
ham, Ala., via interstate route. Asks reparation. 

No. 21151. Rome Oil Mills, Rome, Ga., vs. Central of Georgia et al. 

Rate in violation of sections 1 and 3 of the act, on cotton seed, 
from Angel and Davis & Crump Spur, Ala., to Rome, Ga. Asks 
rate for future and reparation. 


RAILROADS AND SMUGGLING 


Formal negotiations between officials of the Treasury De- 
partment and railroads handling shipments that move from a 
point in the United States through Canada to another point in 
the United States with respect to prohibiting smuggling of 
liquor and other articles into the United States will be resumed 
July 18. At that time an effort will be made to reach an agree- 
ment whereby the situation may be dealt with effectively. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended July 7 totaled 21,261 cars, as compared with 20,852 
cars (revised) in the preceding week and 22,095 cars in the 
corresponding period of 1927, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 413 cars; 
loupes, 2,253 cars; 


asparagus, 
carrots, 
624 cars; 


9 cars; cabbage, 252 cars; canta- 
54 cars; celery, 112 cars; cherries, 234 
cars; cucumbers, eggplant, 14 cars; grapefruit, 35 cars; 
imports, 1 car; grapes, 204 cars; green peas, 146 cars; lemons, 359 
cars; lettuce, 414 cars; miscellaneous melons, 778 cars; mixed citrus 
fruit, 27 cars; mixed deciduous fruit, 201 cars; mixed vegetables, 373 
cars; onions, 261 cars; oranges, 482 cars; peaches, 1,969 cars; pears, 
570 cars; peppers, 119 cars; plums and prunes, 353 ears; strawberries, 
66 cars; imports, 2 cars; string beans, 160 cars; sweet potatoes, 8 
cars; tomatoes, 1,277 cars; watermelons, 4,902 cars; potatoes (1928 
season) 4,583 cars; potatoes (1927 season), 9 cars. 


CHANGES IN DOCKET 

Hearing in No. 20694, Jackson Traffic Bureau for Merrill 
Engineering Co. vs. A. C. L. R. R. et al., assigned for July 9, 
at Jackson, Miss., before Examiners Marshall and Berryman, 
was canceled. 

Hearing in No. 20355, Equitable Paper Bag Co., Inc., vs. 
N. Y. N. H. & H.R. R. et al., assigned for July 10, at New York, 
N. Y., before Examiner Smith, was canceled and reassigned 
for July 27, at New York, N. Y., before Examiner Smith. 

Hearing in No. 20796, the Edwin Bell Co. vs. Virginian Ry. 
et al., assigned for July 10, at Pittsburgh, Pa., before Examiner 
Kettler, was canceled. 

Hearing in I. and S. 3113 (and supplemental orders Nos. 
1 to 4, incl.), routing from and to Mobile, Ala., in connection 
with the A. T. & N. R. R., assigned for July 13, at Mobile, Ala., 


NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
- ons and postponements announced too late to show the change in 

Docket will be noted elsewhere. 


duly 16—Boston, Mass.—Attorney-Examiner Trezise: 


15—Baltimore Chamber of Commerce vs. A. A. R. R. et al. (fur- 
ther hearing). 
~~ 16—San Francisco, Calif.—Examiners Hagerty and Later: 
ourth Section Application No. 13256. 
“—- 16—Argument at Washington, D. C.: 
inance No. 6596—Application Bellefonte Central R. R. for au- 
thority to construct a line of railroad. 
Finance No. 6627—Application Bellefonte Central R. R. for au- 


thority to acquire a line of railroad. 

No. 20952—Petition of Bellefonte Central R. R. vs. Penna. R. R., 
requesting permission to use certain portions of Terminal fa- 
cilities of Pennsylvania R. R. at Tyrone, Pa. 


16—Dallas, Tex.—Examiner Bardwell: 


659—Longhart Supply Co. et al. vs. C. R. I. & G. Ry. et al. 
16—Chicago, Ill.—Examiner Disque: 
Hyman-Michaels Co. vs. B. & O. R. R. et al. 
July 16—Salina, Kans.—Examiners Wilkins and Smith: 
1 Salina Chamber of Commerce et al. vs. A. T. & S. F. Ry. et al. 
ee Chamber of Commerce et al. vs. A. T. & S. F. Ry. 
eta 


16—New York, N. Y.—Examiner Smith: 
6—American Newspaper Publishers’ Assn. vs. B. & Ar. R. R. 


et al. 
20665—The United Paperboard Co., Inc., vs. B. & A. R. R. et al. 
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before Examiners Marshall and Berryman, was postponed t 
date to be hereafter fixed. 

Hearing in No. 20731, Carnation Milk Products Co. vs, ¢ 
M. St. P. & P. R. R. et al., assigned for July 13, at Chicago 
Ill., before Examiner Disque, was postponed to date to be here. 
after fixed. 

Further hearing in No. 17745, National Petroleum Aggy 
et al. vs. B. & O. R. R. et al., assigned for July 13, at Warren, 
Pa., before Examiner Kettler, was postponed to date to be here. 
after fixed. 

Hearing in No. 20392, the Atlas Portland Cement Co. ys 
Southern Ry., assigned for July 13, at Washington, D. C., before 
Examiner Brown, was postponed to date to be hereafter fixed, 

Argument in No. 18859 (and Sub. No. 1), Crook Son & (Co, 
vs. P. M. Ry. et al., assigned for July 13, at Washington, D. ¢, 
was canceled. 

I. & S. 3123—(1st supplemental order)—Grain and grain 
products between Kansas City, Mo., Group points and C. B. é 
Q. R. R. Stations in Nebraska, was set for hearing July 13 at 
Kansas City before Examiner Wilkins. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies for the four 
months ended with April totaled $84,432,532, as against $78,829. 
081 for the corresponding period of 1927, an increase of 7.1 per 
cent, according to the Commission’s monthly statement pre. 
pared from company returns, prepared by its bureau of sta. 
tistics. For April the operating income was $21,935,386, as 
against $20,064,948 in April, 1927. The number of company sta. 
tions in service, at the end of April, was 15,090,028, an increase 
of 740,970, or 5.2 per cent, in comparison with the number at 
the end of April, 1927. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
June 23-30, inclusive, was 336,181, as compared with 330,499 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. No shortage was 
reported. The surplus was made up as follows: 

Box, 146,737; ventilated box, 2,097; auto and furniture, 21,772; 
total box, 170,606; flat, 5,641; gondola, 56,398; hopper, 58,312; total 
coal, 114,710; coke, 1,676; S. D. stock, 21,409, D. D. stock, 3,664; re 
frigerator, 17,183; tank, 441; miscellaneous, 85. 

Canadian roads reported a surplus of 16,000 box, 800 auto 
and furniture, 1,550 refrigerator and 200 miscellaneous cars and 
a shortage of 200 gondola cars. 


NUMBER OF RAIL EMPLOYES 


Class I steam railroads in May had 1,708,789 employes, a 
decrease of 4.7 per cent as compared with the number in May, 
1927, and a decrease of 5.53 per cent as compared with the 
number in May, 1926, according to the Commission’s monthly 
statement on employes of Class I railroads. The number of 
employes in May by groups was as follows: 

Executives, officials and staff assistants, 16,847; professional, 
clerical and general, 271,097; maintenance of way and _ structures, 
433,583; maintenance of equipment and stores, 461,996; transportation 
(other than train, engine and yard), 196,594; transportation (yard- 
masters, switch tenders and hostlers), 22,151; transportation (train 
and engine service), 306,521; total, all employes, 1,708,789 
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July 16—Washington, D. C.—Examiner Burnside: 
Finance, Docket 5897—-(Claim of Miss. & Western R. R. under Sec 
on A 
* Finance No. 6190—Claim of Calumet, Hammond & Southeastern R. 
R. under Section 204. 


July 16—Galesburg, Ill.—Examiners a and Olentine: 
19113—Galesburg Horse & Mule Co. et al. . C. & N. W. Ry. et al. 


July 17—Argument at Washington, D. C.: 

* 20516—George B. Hild, E. G. Hitt, Joseph Moudry and as the Ex- 
ecutive Committee representing the Protective Committee of Hold- 
ers of Securities issued 7 Chicago, North Shore and Milwaukee 
ee Se ae a Se ae 


July 17—Kansas City, Mo.—Commissioner Porter and Examiner Ames: 
Ex Parte 88—Reparation on Intrastate Traffic, Oklahoma. 


July 17—Washington, D. C.—Examiner Brown: 
20607—-Blackwell Zinc Co. vs. A. T. & S. F. Ry. 

July bs a a Ill.—Examiner Disque: 
20611—Kokomo Steel and Wire Co. vs. N. Y. C. R. R. et al. 
Png te ao Steel & Wire Co. vs. Mich. Cent. R. R. et al. 


17—Cleveland, O.—Examiner Kettler: 
3790 _—Nationel Knitted Outerwear Assn. vs. A. C. & Y. Ry. et al. 


~—- 17—Birmingham, Ala.—Examiners Marshall and Berryman: 
- & S. 3110—Restriction in routing grain and grain products from 
” Ohio and Miss. River Crossings to L. & N. R. R. stations in Ala. 
and Tenn. 
l. & S. 3119—Paving Brick from points in Ohio, Ky., 
Ala., to points in Fla., Ga. and S. C. 


July 17—Tallahassee, Fla.—Examiner McChord: 
20098—-Yates Grocery Co. vs. S. A. L. Ry. et al. 


Ill., Tenn. and 
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64; re- FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
0 auto local and pool car shipments. Insurance rates 15c. Loans Negotiated. 
rs and Office Rentals. The Weicker Transier & Storage Company 
UTICA, N. Y. 

yes, a In the Heart of New York State 
| May, 
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Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 


|__| 
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«« [| Middlesex Transportation Co. 
, Ex- PIER 16, NORTH RIVER, Foot Barclay Street 
—_. NEW YORK CITY 

Operates Daily (,@¢2",) Fast Steamship Freight Service 
mes: LEAVING NEW YORK AT 3 P. M. 

BETWEEN 
New York City and New Brunswick, N. J. 

Steamer Connections Made With All Leading Water Lines in 
” New York Harbor, including Delivery of Freight 
from We also Operate Daily Express Auto Service 
Ala. between Jersey City, Newark, Elizabeth, Rahway, New 
“i Brunswick, Trenton, Camden, and 72 other cities in New 


Jersey, as also Philadelphia, Pa. 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 













S. S. VENEZUELA .........ccc0s- July 14 July 16 

S. S. GUATEMALA.............. July 28 July 30 

S. S. ECUADOR............ ..... Aug. 11 Aug. 13 

Ee Sept. 1 Sept. 3 

Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Unien, Corinto, Amapala, 





Puntarenas, San Juan del Sur, Balboa and Cristebal (Panama) and 
Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 

Through rai] export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 

—OFFICES— 

140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 










Increased Salaries for 


Traffic Managers 


‘**A plan of pooling L. C. L. shipments which I worked out 
has saved large sums for my firm and our customers, and 
has won the attention of railroad men,” writes L. V. Mullett, 
Traffic Manager for Mutschler Brothers Co., saepenen, Ind. 
**As I have advanced, through the aid of LaSalle training 
in Traffic Management, my income has increased propor- 
tionately. It is now 140% larger than when I began my 
training, but my biggest satisfaction lies in being able to 
do my work efficiently.’’ Whether or not yeu have had years 
of experience in traffic work, you will be interested in 
LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.’’ Send for it today. It’s FREE. Address Dept.795-TA 


LaSalle Extension University, Chicago, IIl. 


LITTLE ROCK, ARK. | 
Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 





A Modern Warehouse 



























SRS 
HEROIN, 









p50" New Terminal Warehouse Company 
nUlIKAD / LITTLE ROCK, ARKANSAS 





Member American Warehousemen’s Association, 
American Chain of Warehouses 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Leos Angeles and San Francisco 
Free and U. 8. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private. Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles or San Francisce 
and would suggest that you complete your file by requesting 
rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 
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‘x 18—Argument at Washington, D. C.: 
inance No. 6567—Joint Application of Ill. Cent. R. R. and 
Valley Co. for authority to abandon the Monticello Branch. 


July 18—Denver, Colo.—Examiner Mullen: 
9200—Railway Mail Pay (Denver & Salt Lake Railway). 


July 18—Oklahoma City, Okla.—Examiner Mattingly: 
17000—Part 3, cotton. 
18390 (and Sub. Nos. 1 to 10, inclusive)—Arkansas Cotton Growers’ 
Cooperative Assn. vs. A. & mm. me RM. ot: ai. 
18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 
18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 
ee Commission of Oklahoma vs. A. T. & S. F. Ry. 
et al. 
19180—California-Arizona Cotton Assn. vs. A. T. & S. F. Ry. et al. 
19211—State Docks Commission vs. Sou. Ry et al. 
July 18—Chicago, Ill—Examiner Disque: 
20276—Allied Packers, Inc., et al. vs. Abilene & Southern Ry. et al. 
a ty (and Sub. Nos. 1 and 2)—Max Hertz Leather Co. et al. vs. 
B. & O. R. R. et al. 


July 18—Washington, D. C.—Examiner Brown: 
20729—Marley Paper Manufacturing Co. vs. A. C. & Y. Ry. et al. 
July 18—Cleveland, O.—Examiner Kettler: 
20398—Great Western Oil Co. of Cleveland vs. C. & N. 
July 18—New York, N. Y.—Examiner Smith: 
20673—Maritime Contracting Corp. vs. B. & O. R. R. et al. 
July 18—Eau Claire, Wis.—Examiners Cummings and Olentine: 
20548—Universal Engineering Co. vs. M. St. P. & S. S. M. Ry. 
July 18—Dallas, Tex.—Examiner Bardwell: 
——_ Potato Exchange, Inc., et al. 
et al. 
July 19—Chicago, IIl.—Examiner Disque: 
* 15030—American Food Products Co. vs. N. Y. C. R. 
July 19—Minneapolis, Minn.—Examiner Cummings: 
18955—North American Creamery Co. vs. American Ry. Exp. Co. 
et al. (further hearing, solely for purpose of | gsc routes 
over which rates prescribed in order entered herein on Dec. 23, 
1927, shall apply.) 
July 19—New York, N. Y.—Examiner Smith: 


Miss. 


W. Ry. et al. 


vs. A. @& 8. Ry. 


R. et al. 


"ee Com ve BEA KE. BR. CX. XY. C. BR. B., loses, 

et al.). 

July 19—Hutchinson, Kans.—Examiners Wilkins and Smith: 
19749—The Light Grain and Milling Co. vs. A. T. & S. F. Ry. et al. 


July 19—Tampa, Fla.—Examiner McChord: 
20824—W. R. Fuller vs. S. A. L. Ry. et al. 
20823—-Northwest Engineering Co. vs. S. A. L. Ry. et al. 


July 19—Minneapolis, Minn.—Examiners Cummings and Olentine: 
18843—A. C. Ochs Brick and Tile Co. et al. vs. C. & N. W. Ry. et al. 


July 20—Washington, D. C.—Examiner Boles: 

* Finance 6998—In Matter Application Pennsylvania Railroad for au- 
thority to issue and sell to its officers and employes and those of 
its subsidiaries, not exceeding 350,000 shares of capital stock of 
the aggregate par value of $17,500,000. 

July 20—Denver, Colo.—Examiner Koebel and Paulson: 

1. & S. 3118—Minimum per car charge on peddler cars used for 
packing house products from, to or between Arizona, California 
and New Mexico. 

July 20—Grand Rapids, Mich.—Examiner Kettler: 

20540—Manistee & Northeastern Ry. vs. A. A. R. R. et al. 


July 20—Sherman, Tex.—Examiner Bardwell: 
“nf & S. 3115—Routing of grain between South Texns points and 
points in Ark., Kans., etc., on the C. R. I. & P. Ry. 


July 20—Washington, D. C.—Examiner Brown: 
20730—The Shenandoah Boxboard Corp. vs. A. C. & Y. Ry. et al. 
ae 20—New York, N. Y.—Examiner Smith: 
717—The Nu-Shine Co. vs. A. & V. Ry. et al. 
July 20—Minneapolis, Minn.—Examiners Cummings and Olentine: 
53—Menasha Printing & Carton Co. vs. C. & N. W. Ry. et al. 
~— 20—Boston, Mass.—Examiner Williams: 
704 (and Sub. 1)—The Bay Co. vs. B. & M. R. R. et al. 
20749 (and Sub. 1)—Wilton Woolen Co. vs. B. & M. R. R. et al. 


July 20—Florence, Ala.—Examiners Marshall and Berryman: 
20873—Ware Bros. Agency vs. A. C. L. R. R. et al. 


July 21—Minneapolis, Minn.—Examiners Cummings and Olentine: 
a % (and Sub. No. 1 to 9, incl.) —Redwood County Oil Co. vs. C. 
N. W. Ry. et al. 
20874, Sub. 11—Edward Pearson and William Rehlig, 
doing business as Farmers’ Oil Co. vs. C. & N. 
July 21i—New York, N. Y.—Examiner Smith: 
10811—The C. B. Dolge Co. vs. N. Y. N. H. & H. R. R. et al. 
July 21—Miami, Fla.—Examiner McChord: 
20833 (and Sub. Nos. 1 to 11, incl.)—Miami Laundry Co. vs. F, E. 


Cc. Ry. 
20846 (and Sub. 1)—T. B. McGahey vs. D. T. & I. R. R. et al. 


—_— 21—Florence, Ala.—Examiners Marshall and Berryman: 
957—Muscle Shoals Traffic Bureau for Ware Bros. Agency vs. Ala. 
Cent. R. R. et al. (further hearing). 
19844—Muscle Shoals Traffic Bureau for Ware Bros. Agency vs. L. 
& N. R. R. et al. 
July 21—Boston, Mass.—Examiner Williams: 
20609—Newsom & McLeod vs. F. E. C. Ry. et al. 
20856—Blanchard Lumber Co. et al. vs. B. & M. R. R. 
July 21—Pueblo, Colo.—Examiners Wilkins and Smith: 
20767—Standard Fire Brick Co. vs. G. C. & S. F. Ry. et al. 
July 23—St. Paul, Minn.—Director Bartel: 
* 20921—City of St. Paul vs. C. M. St. P. & P. R. R. et al. 
July 23—Bloomington, Ind.—Special Examiner Rice: 
* 20699—Alexander King Stone Co. vs. C. I. & L. Ry. 
July 23—Indianapolis, Ind.—Examiner Molster: 
Finance No, 5232—Abandonment of lines by Central Indiana Ry. 


Co-partners 
W. Ry. et al. 


DELIVERY 
BREAKING UP 
FORWARDING 
WAREHOUSING 
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PHILADELPHIA, PA. |UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 


Daily Delivery Service in Philadelphia and to 250 Surrounding 
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We Bind The Trattic World 


ER AA A RRS ay 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 













MEMBERS A.W.A. O.W.A. 


TERMINAL 


SUI/LOS BETTER BYSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 











WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 
THE AVENUE CROWN 
Across the Street from I. C. C. BLDG. 


SRRAE ees — Lee 1727 Penna. Avenue N. W. 
















C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 





Chiteapde 8 ona Ronen City’s Most Modern Sividieanes 


MERCHANDISE STORAGE and 
2000 Carlead POOL CAR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





Do You Know =. «- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 




















1004-26 Spring Garden Street 


Towns at Lowest Minimum Delivery Charges 
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CARLOADING & DISTRIBUTING CO: 


UNITED STATES FREIGHT COMPANY 


“Less Than Carload Freight Service " 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 


flat Chicago freight rates outbound and inbound 
to and from all parts of the country ; 


Chicago switching district freight rates on 
intra-district traffic ; 

Indiana and Illinois coal fields nearby; 

Electric power. 


It is near the center of population of America. 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district. 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 






















If location is the prime factor or an essential | 
requisite, we can meet the most critical. re- 
quirements. Due to our advantageous geo- 
graphical location can offer choice sites in 
any of the several meneemnnmnttied districts. 


THE BALTIMORE AND OHIO SYSTEM 
THE BALTIMORE AND OHIO CHICAGO, 
TERMINAL RAILROAD. 


CHICAGO, ILL. Unexcelled 


SCALE OF MILE! 


Raat 


Transportation 
Facilities 

to and from 
Any District. 


aN ISLAND JCT. . 


ES: pS0UTH CHICAGO 
i 


‘i -! Excellent 
ay La SS... ere Labor 

x gen man eile =a Conditions. 

Neighborly 


Policies 
Prevail. 





Permit us to figure with you on your new location. 





ADDRESS: 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 






CHICAGO CHICAGO 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 


Widely Known = 


Products 
hundreds of them( 


travel 
in Bemis Bags 


A list of products which are shipped in 
Bemis Bags would include hundreds ot 
names known to almost everyone in 
America. 


California Walnuts, for example. The 
California Walnut Growers’ Association 
chose Bemis Bags because they were best 
on suited to their needs — particularly for 
their ability to withstand repeated hand- 
ling — hauling, scraping, dropping. In 


short, their absolutely sound construction. 





= 









Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 

NEW ORLEANS 
SAN FRANCISCO 
INDIANAPOLIS 
MEMPHIS 
KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 
There is strong probability that Bemis en i 
Bags may be made for some of your prod- — wicHITA 


ucts. Why not find out by shipping us one WARE SHOALS, S.C. 
unit in its usual container; we will ship it Cotton Mills 
back to you in a Bemis Bag, or tell you = SUrOUNS 


INDIANAPOLIS 
frankly it can’t be done! BEMIS, TENN. 


BEMIS BRO. BAG CO, *®s%rous 


Address: Gen’l Sales Offices, St. Louis, U.S. A. a 







In hundreds of other cases Bemis Bags 
are chosen because they afford lower 
packing and shipping costs than other 
TYPES of containers. 
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COTTON ~ BURLAP ~ PAPER w~ PRINTED OR PLAIN 
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Strategic Points of Operation 
Pa. Skippers ant Distro 


At Your 
Finger Tips 


_ 
HE Chain of Tidewater Terminals and 
Allied Inland Warehouses offer facil- 
ities to the Merchant Marine, shippers 

and consignees of export and import cargoes 

never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits’. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 
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BOSTON TIDEWATER TERMINAL, INC. 

J. M. Hoffman, V. P. & Gen’l Manager 

666 Summer Street, Boston, Mass. 
ATLANTIC TIDEWATER TERMINALS 

G. W. Green, V. P. & Gen’! Manager 

17 State Street, New York 
PHILADELPHIA TIDEWATER TERMINAL 

G. M. Richardson, Gen’ Manager & Treas. 

10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
- Moore, Manager 


a 
Norfolk, Va. 


KEYSTONE WAREHOUSE Co. 
W. S. Bishop, Gen’l Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 


MERCHANTS’ by <n ong co. 
Snowden Henry, Sup 
10 Chestnut Street, Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 


The HAINof TIDEWATER TERMINALS | 


Vous Ti 
aml thai 


_,,,and ALLIED INLAND WAREHOUSES _ 


HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG.PHILA.PA. 
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These Electrified Machines 


cut handling costs 


Handling package material—for- 
merly so costly—becomes a rela- 
tively small item of expense with 
electrified machines. 


Stackers, inclined elevators, belt 
and slat conveyors—all are pro- 
moting vast economies throughout 
industry. 






Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 












GENERAL ELECTRIC 


G-E Motorized Power—found on so 
many of these machines—costs lit- 
tle, uses little power, requires little 
attention; and it is always ready for 
service at the touch of a button. 


Your nearest G-E office is always 
ready to supply information as to 
the advantages of electrified ma- 
chines. 


otorized Power 


~fitted to every need 















200-186 


GENERAL ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CITIES 
i i ee ee eee 
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New British Freight Rates 
Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 
in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and _ shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 


The new rates are based upon the revised 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LLM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain. 
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Where and When 


By Mac 
Shippers’ Traffic Man 


July 21, 1928 


Almost every hour of the day someone is 
hurling at me two questions—“Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 


That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 


I say “yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
accompany same to Canadian port 
of entry. 

SAULT SAINTE MARIQ 


MENOMINEE 


MANITOWOC 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


. 
SAINT PAUL 
MILWAUKEE 
AGENCIES , 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois 


Bldg. 
Chicago, Ill., 707 Standard Trust Bldg. 
Chippewa Falls, Wis. 
Cincinnati, O., 709 pacing wt, 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 311 Transportation Bldg. 
Duluth, Minn., 408 West Superior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 430 Merch. Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East — Ave. 


Minneapolis, Minn., Soo Line Bldg., 5th St. 


and Marquette Ave. 
Neenah, Wis. 
New York, N. Y., Woolworth Bie, 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. 7. 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


ROUTE YOUR FREIGHT 


St. Louis, Mo., 2050 Railway HICAGO 
Exch. Bldg. 

St. Paul, Minn., 1112 Merchants Nat’l 
Bank Bldg. 

San Francisco, Cal., 681 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 5564 Stuart Bldg. 

Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Superior, Wis. 

Tacoma, Wash., 1113 Pacific Ave. 

Waukesha, Wis. 

Winnipeg, Man., 603-604 Lombard Bldg. 


CARE SOO LINE 










122 


Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


FROM TRAIL TO RAIL 


(Continued from July 7th issue) 


Built Cable Railroad 

It was to provide conven- 
ient transportation to this 
location that Stanford 
built the California Street 
Railroad. Crocker, Hop- 
kins, and others joined in 
the application for a fran- 
chise, but practically everybody but 
Stanford dropped out before the road 
was built. Out of 5,000 shares, Stan- 
ford owned 4,750. Crocker took no part 
except to allow his name to be used in 
the application for the franchise, and 
Hopkins declined to invest on the ground 
that it would cost more money than 
they could possibly get back in five-cent 
pieces. “It would probably pay a divi- 
dend,” he said, “at the same time as 
Hotel de Hopkins,” referring to his own 
residence then under construction. 

Collis P. Huntington was born October 
22, 1821, at Harwinton, Conn., and died 
August 13, 1900, outliving his three asso- 
ciates. Of his boyhood we know a little 
through the anecdotes he was-fond of 
telling later in life. 

He was a born trader and seems to 
have realized from the beginning that 
the only way to build business was to 
give service. As a small boy, he was 
once engaged by a neighbor to cut cord- 
wood? He not only cut the wood, but 
stacked it neatly and then swept the 
yard. The neighbor was so pleased he 
gave Huntington an extra dollar and 
told him if he would come around next 
year he would let him cut the wood 
again. In telling the story afterwards, 
Huntington said his pleasure over the 
extra dollar was greatly dimmed by dis- 
gust at the idea that anybody should 
think that he would be doing odd jobs 
a year from that date. 

Huntington went into business at the 
age of 22 with an older brother at 
Oneonta, New York. He came to Cal- 
ifornia in 1849, and, after a brief stay 
in San Francisco, where he made some 
money trading, he established himself in 
the hardware business at Sacramento. 

Huntington liked to tell the story of 
the first money he made in San Fran- 
cisco. The same rules, based on com- 
mon sense that enabled Huntington to 
manage the financial end of the vast 
undertakings that he and the others of 
the “Big Four” carried out, also gov- 
erned his daily life and his own personal 
affairs. 

When he arrived in San Francisco 
in 1849 and was undecided as to where 
he would attempt to establish himself, 
he found that waiting while he made up 








A History of Southern Pacific 


his mind was a very expensive affair. 
The cheapest table board of endurable 
quality was very high, and Huntington, 
a very powerful young man, had no in- 
tention of reducing his capital by paying 
out living expenses. 

During the period of contemplation he 
found that stevedores were scarce and 
commanded big wages, so he got a job 
as a stevedore and, while working, kept 
eyes and ears alert for information and 
trading opportunities. One day a ship 
anchored in the bay that he learned was 
from Manila. As soon as he quit work 
he hired a boatman to row him to the 
ship. When he got on board he smelt 
potatoes which he knew were very 
scarce in San Francisco. He found the 
captain of the ship, who was also the 
supercargo, or purser, or agent, was 
somewhat discouraged about his cargo, 
which consisted almost entirely of pota- 
toes, which he feared would spoil before 
he could dispose of them. He was very 
glad to accept the cash offer from the 
young stevedore for the entire cargo, 
which Huntington sold at a very hand- 
some profit. 


Huntington ascribed his good fortune 
to the fact that by taking a job he kept 
himself in close touch with what was 
going on and was enabled to get his in- 
formation of the ship and its cargo. 

Before reaching San Francisco and 
while waiting on the Isthmus of Panama 
for a steamer to bring him to the Golden 
Gate, Huntington found very poor trans- 
portation for the people crossing the 
Isthmus. He selected a partner from 
among his fellow passengers, organized 
a boat, canoe and pack train service 
across the Isthmus, and within a few 
weeks established a profitable business, 
which he was able to sell for a hand- 
some figure by the time the steamer for 
San Francisco was ready to sail. 

While still seeking a field for his 
talents in California, Huntington dis- 
covered that many of the miners whom 
he visited in the mountains were hun- 
gry for pets. San Francisco at that time 
was pestered with too many cats. Hunt- 
ington relieved San Francisco of a large 
number of its furry surplus, shipped 
them to the mountains, and sold the San 
Francisco pests to the miners for pets 
at pet prices. 


Stanford Was Governor 


Leland Stanford was elected governor 
of California in 1861 and served during 
1862 and 1863., Two years was then the 
regular term. 

From the time of his election until his 
death, regardless of the office he held, 
he was addressed and spoken of by his 
friends as ‘Governor’ Stanford. Even 
when he was United States senator from 
California he was still “Governor” to 
his friends in the West. 
(Advertisement) 


He was born March 9, 1824, the fourth 
of a family of seven. His father, who 
was a farmer, was one of the builders of 
the Albany & Schenectady Railroad, 
which was built in 1829, was 15 miles 
lofig, and was one of the first railroads 
built in the United States. 

The little railroad played an important 
part in young Stanford’s boyhood, but 
as a field for a career seems to have 
offered him no inducement at that time, 
for his 20th birthday found him studying 
law. He was admitted to the bar in 1845 
and might have spent the rest of his life 
at Fort Washington, Wisconsin, where 
he started to practice, but for a fire in 
1852 which destroyed his law library and 
most of his other property. 

Gold had been discovered in California 
and young America was going west in 
large numbers. Stanford emigrated to 
California in 1852 and went into business 
at Michigan Bluff in Placer County. He 
removed later to Sacramento, and 1856 
finds him an active member of the firm 
of Stanford Bros., dealers in oils and 
groceries. He was a successful business 
man and a power in the political affairs 
of the state. 

Stanford was looked upon by the gen- 
eral public as having the most authority 
of any of the so-called “Big Four.” 
William Hood, who knew Governor Stan- 
ford intimately, described him as: “re- 
served in manner, but always kindly and 
wholly democratic. If a new employe 
in the Sacramento office was engaged, 
even in a minor capacity, Mr. Stanford 
soon found occasion to meet him and say 
he was glad the company had secured 
his services, and otherwise spoke encour- 
agingly to young men. 

“Mr. Stanford had a keen sense of 
justice and impressed it on all employes 
with whom he came in contact. He was 
regarded with respect and almost affec- 
tion by those fortunate enough to meet 
him frequently.” 

When the commutation rate was estab- 
lished on the ferries between San Fran- 
cisco and Oakland, Stanford fixed it at 
$3 a month, over the protest of A. N. 
Towne, general superintendent, and F. 
H. Goodman, general passenger agent, 
who declared the rate was far below 
cost. Stanford insisted, however, that 
the company wanted to make it easy for 
people to live in the East Bay district 
where they could get land for homes 
cheaper than in San Francisco. One 
way to do this, he said, was to make 
the transportation charge as nearly like 
carfare as possible. 

Stanford died at Palo Alto June 21, 
1893, aged 69 years and 4 months. He 
left his fortune to Stanford University, 
which he had founded as a memorial to 
his only child, Leland Stanford Jr., who 
died in 1884 at the age of 16 years. 


(To be continued in August 4th issue) 






























































































